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Philadelphia Must 
Have a New Deal 


HILADELPHIA appears to have reached the end of 

its traction rope. President Mitten frankly says so, 
and expert Feustel for the city virtually admits as much. 
Mr. Mitten’s plea is for the entrance of the city as a real 
partner of the company in planning for the future. 
Feustel sees an arrangement of this kind as the only 
way out if transit facilities are to be increased in keep- 
ing with the growth of the city. 

On the whole the conditions of the proposal made by 
Mr. Mitten are not unlike, in their object, the end 
which the New York Transit Commission is seeking to 
reach. The need is imperative in’both cities for plan- 
ning for the future. In Philadelphia, however, the way 
would seem to be easier to accomplish the desired end, 
for in that city there are not the besetting political 
complications which exist in New York in the shape of 
a hostile city administration whose policy is one of 
obstruction with respect to the building of new lines, 
although much progress has been made in New York 
recently between the companies and the state-created 
commission toward a basis of understanding so far as 
the existing systems are concerned. One thing Mr. 
Mitten has done in his statement that should redound 
to the benefit of the entire industry—he has helped to 
drive home the lesson of the extent to which the real 
estate owners and speculators have profited through 
rapid transit expansion. The land values thus created 
have enriched the real estate dealers and owners, but 
made the railways poor indeed. 


There Is Still Time 

in Louisville 

OPE seems to have gone a-glimmering for the 

orderly settlement out of court of the question of 
the fare to be charged by the Louisville Railway. At 
least the filing of a petition with the court on the part 
of the city in the case recently decided against it in 
the controversy with the company would indicate this 
to be the fact, although President Barnes is doing every- 
thing in his power to bring about a settlement without 
further litigation. It is not a case of peace at any price 
with the company. As a matter of fact, as things now 
stand the Louisville Railway would appear in the long 
_ run to have most to gain by insisting upon its legal 
rights. 

The proposal from Mr. Barnes is for a sliding scale 
of fare. The tendency with the representatives of the 
city as with many others is to picture such a proposal 
from only one angle, the angle of the fare sliding up. 
Louisville people should stop to consider that even with- 
out any such settlement arrangement as is now being 
suggested the fare did slide up to 7 cents. The fact 
is that Mr. Barnes has the future of the city as firmly 
in mind in his proposal as he has that of his own 
company. Like many other managers, he has learned 


My.. 


that there is little magic in the so-called unalterable 
fare whether it be 5 cents, 6 cents or 7 cents. There 
can be only one criterion as regards fares. It is that 
the rate shall be such as to insure economical and effi- 
cient service, afford the employees fair wages and 
working conditions and protect the rights of the in- 
vestors. A fixed rate is incompatible with any such 
ideals as these, 

The litigation so far carried on in Louisville has been 
costly. It is being reflected in the increased fare which 
residents of that city are now paying. The sensible 
thing for the city of Louisville to do would be to for- 
get litigation and get together with the railway on 
the basis of some such settlement as President Barnes 
has suggested—a settlement that will restore the credit 
of the company and make possible the raising of 
$1,000,000 or more for the purpose of extending and 
improving the existing lines. 


‘ 


Solving the Problem of 
Interurban Bus Competition 


HENRY had a character, one Jeff Peters, who 

- had to be reminded. Whenever he was called upon, 
pointedly, for a story, he would maintain that his life 
had been as devoid of incident as the longest of 
Trollope’s novels. When lured, however, he would grow 
garrulous. It sometimes seems that electric railway 
managers are less responsive in having their latent 
abilities awakened than was Jeff in reacting to stimu- 
lating suggestion. But when aroused these railway 
men can accomplish wonders. 

Recently in Lexington, Ky., cerebral activity was 
quickened by the keenly felt competition of the bus. 
What did a little inquisitive probing show? It re- 
vealed that the replacement of 76,000-lb. two-man inter- 
urbans with one-man cars one-third as heavy would net 
operating economies sufficient to pay a substantial re- 
turn on the increased investment. With such a finan- 
cial assurance, ten 25,000-lb. cars were ordered, in the 
design and equipment of which no feature or appliance 
was overlooked that would make people prefer them to 
the buses. Seats were made wide and comfortable. 
The interior of the car was made to appear roomy and 
attractive by the absence of all unsightly devices. The 
fare collection method and the step and platform design 
are such as to inconvenience the passenger the least 
possible. The advent of these cars was accompanied 
by a 50 per cent increase in service and a decrease in 
the fare. 

Two months later. Buses gone. Increased traffic 
and cars popular. Power demand of combined city and 
interurban load has fallen off 15 per cent. ‘Peak of 
interurban load alone is 50 per cent lower. Power 
house capacity released by leveling of load curve has a 
value equal to 80 per cent of the investment in the 
new cars. Moreover, it was possible to resell the re- 
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leased power capacity to meet an increased lighting 
load. Energy consumption on a car-mile basis is now 
one-half its former value. Provided the remaining 20 
per cent of the car cost is met by the salvage value of 
some of the old equipment, the new capital required is. 
zero dollars. When further economies of labor, track 
and car maintenance, power, etc., are now mentioned 
they connote profit. 

In producing a unit to comply with the specifications 
laid down by the railway, the car manufacturer was 
not without his problems. To meet the conditions, a 
type of construction new to car design was applied. 
The use of a curved side with a reverse bend so that 
the sheet steel side acts as a girder is distinctly a 
development in the art. Although the frame design is 
the largest factor in reducing the car weight, alumi- 
num was used to advantage in several places. Careful 
design also helped eliminate excess metal from the low- 
floor trucks of the arch-bar type. All in all, the fabri- 
cation of an interurban car weighing but 555 lb. per 
seat is indeed an accomplishment of considerable mo- 
ment to the industry. It shows what the railway man- 
ager will ask for and what the car builder can produce 
when the exigency arises. 

The car design, however, is but one phase of the 
general plan of applying merchandising principles to 
the complete revamping of the interurban service. 
Every consideration which would save time and trouble 
and make the service a pleasure as well as a necessity 
received the study which it deserved. Undoubtedly the 
riders, if asked why they prefer the present transporta- 
tion facilities to any other, would answer speed, com- 
fort, cheapness and frequency of service. Ask the 
manager for his explanation and he will go much deeper 
into the underlying reasons, the paramount of which, 
one discovers, is pleasing the public. 


Success in Detroit Would Not 

Establish Success of M. O. Generally 

OMPLETE municipalization of the street car serv- 

ice in Detroit, long expected, is now a fact. The 
methods and policies that have given a measure of 
respect for the accomplishments of the Department of 
Street Railways, as applied to the small system con- 
structed by the city, are now extended to the entire 
local transportation facilities. To those who are con- 
fidently expecting this situation again to demonstrate 
the inherent fallacy of municipal ownership and oper- 
ation, it should be said that their hopes are likely to 
be fruitless, for the true outlook is that there is more 
prospect of success than failure in Detroit. 

The reasons for this go back to fundamentals. It 
should be recalled that a new city charter became effec- 
tive in Detroit June 27, 1918. This put a completely 
new aspect on the conduct of the city’s business and 
paved the way for a strictly businesslike handling of 
the street railway service, provision for which was in- 
corporated in the new charter. By the new form of 
government forty-two Councilmen elected by wards on 
partisan tickets were replaced by nine Councilmen all 
elected at large on non-partisan tickets. On the former 
basis, the Council met once a week, affairs were car- 
ried on through twenty-six committees, each having 
a membership of seven, and Councilmen were paid a 
part time salary of $1,200. Under the new charter 
the Council convenes daily, except Saturdays and holi- 
day; the city’s affairs are conducted by the entire 


Council meeting in committee of the whole and the 
Councilmen devote full time to city matters, with sal- 
aries of $5,000. 

These few points will serve to show that the back- 
ground for the municipal operation of the street rail- 
ways is a business administration of the city. It is 
said that probably no other large city in the country 
is as free from political or other corruption as is 
Detroit today, though it was one of the worst formerly. 
No small part of this is due to Mayor Couzens, a 
business man of independent means and with a high 
ambition to make the most of his city. 

From the section of the charter dealing specifically 
with the street railway commission are found these 
additional reasons for the prospect of a successful 
municipal railway undertaking in Detroit. The com- 
mission consists of three members who serve without 
pay. For purposes of acquiring a railway property by 
purchase or construction, the City Council is author- 
ized to issue bonds in such amount as will not exceed 
the legal bonding limit of the city and up to the amount 
of 2 per cent of the assessed value of the real and 
personal property of the city. Further bonds may be 
issued regardless of the city’s bonding limit, but which 
shall impose no liability on the city and shall be secured 
only by the property and revenues of the street rail- 
way by them. The rate of fare must be sufficient to 
pay “(a) operating and maintenance expenses, includ- 
ing paving and watering between tracks; (b) taxes 
on the physical property of the entire street car sys- 
tem, the same as though privately owned; (c) fixed 
charges; (d) a sufficient per cent per annum to provide 
a sinking fund to pay the principal of the mortgage 
bonds issued at their maturity and such other additional 
per cent per annum to provide a sinking fund 
to pay the principal of the general bonds issued as ‘soon 
as practicable, to the end that the entire cost of said 
street railway system shall be paid eventually out of 
the earnings thereof.” The railway department must 
also be operated on an annual budget basis. 

Couple these provisions with the fact that the rail- 
way organization is altogether a thoroughly experienced 
one in private operation and is given an unusual degree 
of freedom in the exercise of railway judgment and it 
becomes apparent that the Detroit project taken as a 
whole gives sound reason to expect a good showing. 
Furthermore, under the provisions cited and with the 
knowledge that it is the desire and aim of the com- 
mission and management to have the department carry 
all charges that are met with under private operation, 
it is seen that the results will probably be as nearly 
comparable with private operation as will ever be ob- 
tained. There is left, in a major way, only the advan- 
tages and disadvantages inherent to public ownership. 

Granting the above, would success in Detroit establish 
the success of municipal ownership as a principle? No. 
Unfortunately, if success does attend the undertaking, 
Detroit will be held up as the great proof. But it proves 
the principle only if the same fundamental back- 
ground for municipal ownership can be set up 
in another city that has been in Detroit, a thing 
which is exceedingly doubtful, particularly for the 
larger cities. On the other hand, while for this reason 
success in Detroit cannot be taken as the general 
demonstration of the principle, failure in Detroit un- 
der all these favoring circumstances would deal a crush- 
ing blow to the theory of municipalization. 
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THE LEXINGTON 25,000-LB. ONE-MAN INTERURBAN CAR SEATS FORTY-FIVE PASSENGERS 


Merchandising Principles in Car Design and Operation 


Eliminate Competition 


Lexington Company Wins Traffic Away from Parallel Bus Lines with Light-Weight, One-Man Cars 
Built for Comfort and Attractiveness and Used to Provide Increased Service 
at Lower Fares—Cars Weigh 25,000 Lb. 


ITHIN two months after beginning operation 
of its interurban lines radiating from Lexing- 
ton, Ky., with ten light-weight one-man inter- 
urban cars the Kentucky Traction & Terminal Com- 
pany forced the organized bus operators paralleling 
these routes to discontinue service. The economies and 
increased service made possible by the replacement of 
fifty-two-passenger, 76,000-lb. interurban cars with 
new equipment seating forty-five passengers but weigh- 
ing only one-third as much are some of the secrets of 
the successful outcome. Another is the application of 
the idea of merchandising the service to the public, a 
consideration that largely shaped the working out of 
the design and interior fittings of the new cars. 
The results obtained have really exceeded expectations. 
While formerly the buses were operating with fairly 
good seating loads during the periods of light travel 


and were usually filled to their capacity in periods of 
heavy travel, the operation of the new light-weight cars 
on an hourly schedule soon resulted in the railway 
winning over the major part of the travel from the 
buses. It then became a rare thing to see a bus on any 
of the paralleling lines carrying a seating capacity load. 

The economies effected in the cost of operation with 
the new cars form the basis on which the whole plan 
of meeting the competitive situation was made finan- 
cially possible. It is too early to determine definitely 
all the economies that will result from the operation 
of these new cars, but certain savings have already 
become evident. The figures for March show that not 
only has a large reduction in the number of kilowatt- 
hours consumed been realized but also a reduction of 
about 600 kw. in the maximum demand on the com- 
pany’s power station. This demand represents a re- 
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duction of about 15 per cent of the total railway load 
or 50 per cent of the total interurban load. In other 
words, the value of the investment in the 600 kw. of 
capacity released represents more than 80 per cent of 
the cost of the new cars. This excess capacity has been 
resold because the company needed additional capacity 
for its power business. Early estimates show that the 
interurban energy consumption has been reduced from 
4.8 kw.-hr. to 2.3 kw.-hr. per car-mile. 

Although the new cars have a free running speed 
of only 36 m.p.h.,.as against 45 m.p.h. for the old equip- 
ment, it has been possible to maintain schedules very 
much better with the new cars due to the quicker accele- 
ration and shorter space required for braking. In fact, 
adherence to the schedules has been almost perfect as 
contrasted with frequent late reports while the heavier 
equipment was in operation. 

The savings in power and trainmen’s wages, of 
course, are definite. The savings in car and track main- 
tenance can only be determined in the future operation 
of the property, except that the company believes that 
when new ties are laid the spacing can be increased to 
from 34 in. to 36 in. from the 24 in. now used. 

Taking into account all the expected savings, as esti- 
mated from the first two months showing, the officials 
believe they were justified in making the changes and 
that they can pay for the cars on a monthly basis and 
still show a profit. The net return to the company, 
figuring savings in cost of interurban operation, value 
of the power house capacity released and increased 
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earnings, it is thought, will exceed 110 per cent on the 
new investment in equipment. 


COMPETITION PROMPTS STUDY OF ONE-MAN 
INTERURBANS 


By June, 1921, the Kentucky Traction & Terminal 
Company was confronted with serious bus competition 
on all four of its interurban lines radiating from Lex- 
ington, Ky., to Frankfort, Georgetown, Paris and 
Nicholasville. The competition had assumed such de- 
structive proportions that some radical steps had to be 
taken by the railway. At that time a one-and-one-half- 
hour service to the cities mentioned was maintained 
with cars weighing 76,000 lb., of which the company 
had fifteen. Although early last year some considera- 
tion was given to bettering the service by the use of 
light-weight cars, it was the rapid increase in the 
number of buses that speeded this study. Consequently, 
investigations were made by the officials of the company 
of existing types of one-man, light-weight cars. J. P. 
Pope, general manager, and other operating officials 
made a study of the design and operation of the 
29,000-lb. cars in use on the Cincinnati, Lawrenceburg & 
Aurora Electric Street Railroad (see ELECTRIC RAIL- 
WAY JOURNAL, Vol. 54, page 915), the Cincinnati, Mil- 
ford & Blanchester Traction Company (see ELECTRIC 
RAILWAY JOURNAL, Vol. 57, page 982) and the Union 
Traction Company, Nashville, Tenn. As the result of 
this investigation, the decision was reached to follow 
a similar course in solving the situation faced around 
Lexington. 

The new cars purchased by the Kentucky Traction & 
Terminal Company are a further development of the 
one-man, light-weight cars operated by the three rail- 
ways mentioned. In the perfection of this car for the 
competitive service it was decided that three cardinal 
principles must be followed: First, the riding qualities 
of the car, as well as the spacing and design of the 
seats, must be such as to give the maximum comfort; 
second, the cars must be made attractive to the public 
by eliminating objectionable and useless interior fix- 
tures, and, third, the design of the car must be such 
as to give the maximum efficiency and economy with 
safety. 

On the whole, these requirements have been success- 
fully fulfilled. The cars have proved to have easy 
riding qualities and luxurious, comfortable seats, if one 
can judge from their popularity. A high degree of com- 
fort was obtained by departure from the seating ar- 
rangements and the type of seat used heretofore. The 
cars as originally designed were laid out with a seating 
capacity of forty-nine people. It was felt to be desir- 
able, however, to give a little more generous spacing 
between the seats. The seat centers, therefore, were 
lengthened by 83 in., cutting down the seating capacity 
to forty-five. 

The car is divided into three compartments, a white 
compartment in front, a colored compartment in the 
middle, to comply with the “Jim Crow” law of Ken- 
tucky, and a baggage and smoking compartment in the 
rear with a toilet. Except for the two glazed partitions 
there is nothing to obstruct the view of the passengers 
toward the front with the possible exception of the fare 
register, the top of which is about 8 in. higher than 
the bottom of the vestibule sash. Each car is equipped 
with the usual advertising sign rack. The interior is 
of cherry mahogany finish and the ceiling is done in 
white. The Hale & Kilburn seats are covered with 
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Pullman green plush and they have the latest type of 
deep automobile spring cushions, with spring edges and 
spring backs. They are equipped with arm and foot 
rests. Taken all in all the interior of the car, as 
observed by a passenger when he boards, creates a most 
favorable impression. Passengers are particularly im- 
pressed with the luxurious comfort of the seats and the 
easy riding qualities of the car. 


FARES WERE LOWERED TOO 


The interurban system, as shown by the map, has 
Lexington as its hub, from which radiate four lines: 
Lexington to Paris, a distance of 18 miles; Lexington 
to Versailles to Frankfort, 28 miles; Lexington to 
Georgetown, 12 miles, and Lexington to Nicholasville, 
12 miles, or a total of 70 miles of line. The system is 
operated as two divisions. The cars from Frankfort 
are run directly through Lexington to Paris and the 
ears from Nicholasville through Lexington to George- 
town. Separate fare records are kept for each trip 
into or out of Lexington, the register being turned down 
at Lexington and at each terminal. 

Part of the general plan of meeting the competition 
of the buses was a reduction in the rate of fare. This 
was made more easy by the economies of the new cars, 
but the reduced rates were put into effect for traffic 
reasons, and they would have been adopted whether 
there had been a change of equipment or not. The 
former rate was 3.6 cents per mile either for cash or 
tickets. In order to merchandise the service, assist the 
car operator and speed up loading with the pay-as-you- 
enter plan, the ticket rate was made 3 cents per mile, 
with a further reduction of 5 cents on a round trip 
ticket, while the cash fare was fixed at 32 cents per mile. 
Monthly commutation books and school books are sold 
at a corresponding reduction over the former rates, 
and in addition a new twenty-four-trip book was put 
out. 

Much time was spent in the study of the fare collec- 
tion scheme to be used. It was finally decided to install 
registers because of the feeling that considerable time 
could be saved. To avoid overhead rods through the 
car, a plan was worked out by W. G. Stuck,, superin- 
tendent of equipment and his assistant, E. M. Carr, to 
install the Ohmer register on a frame on the platform 
with a counter above it for change making. Instead 
of the usual dial and rotating pointer to indicate the 
fare to be registered, two brass handles, which move 
laterally, were installed on the rear of the register, 
with the fare index appearing horizontally just above 
the handles. 

The register is operated with either a foot or hand 
throw. When passengers are boarding at either ter- 
minal the operator stands back of the register and 
operates it with the pedal, thus having both hands free 
for making change. At other times when he is seated 
he does both operations with his right hand, first set- 
ting the pointer on the indicator and then operating 
the register with the handle on the right-hand side. 
This method has worked out very satisfactorily, and in 
fact the operators all seem to feel that it is faster than 
the old type of dial equipment. 

In order to familiarize the traveling public with the 
new fare collection plan and reduced rates the new fare 
schedule and new type registers with the pay-as-you- 
enter plan were installed on the old two-man interurban 
cars beginning Dec. 1, 1921. With this method of fare 
collection the company was able to educate the train- 
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men and passengers to the new method. A new hourly 
schedule was also put into effect with the old cars on 
Jan, 22. 

By Feb. 11, when the first one-man car was put into 
operation, the passengers and the operators were 
familiar with the pay-as-you-enter plan and there was 
very little trouble and confusion with the new cars 
with only one man. The company now has but few 
passengers boarding the cars at the terminal stations 
who do not have tickets. The whole fare scheme has 
actually worked out more successfully than was antici- 
pated. Even in congested territory with the low step 
car, a car full of passengers can be loaded and their 
fares collected in from sixty to ninety seconds, which 
is less time than the same number of people could board 
the old three-step cars without paying their fare. Al- 
though the people and some operators said the scheme 
was not practicable, they were very much impressed 
by the effectiveness of the whole system. 

The passing sidings on the interurban lines were all 
single ended. With one-man operation, considerable 
time and trouble would be involved in backing in or 
out at the meeting points. It was therefore decided 
to change the sidings at the regular meeting points to 
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through sidings with spring switches. The switches 
were arranged to have the cars pass on the left so that 
the doors might be opposite. In order that there would 
be no danger from splitting these spring switches, a 
“slow” order of 7 m.p.h. was put in the rules. This 
arrangement of sidings has worked out satisfactorily. 
In the baggage compartment at the rear of these new 
cars there is a 42-in. sliding door which is controlled 
by the operator. The agent at a terminal station, after 


Scale in Miles 


@Georgetown 012345678910 
Lrpitpy irri 


h Se rankfort 


° ——} /nterurban Electric 
Midway Railway Lines 
@ Power station 


© Substation 


<s 
oS 


© 
Versailles Winchester 


>, 
ae 
Ve 
ra) 


x 
=< 
> 


ee * 


oni d 


THE INTERURBAN NETWORK OF THE KENTUCKY TRACTION 
& TERMINAL COMPANY 


the operator has released the rear door check by the 
operation of his air valve handle, opens the door from 
the outside and removes what trunks or baggage there 
may be and then closes this door. The car cannot be 
started until the baggage door is closed and locked. 
Formerly the company handled on the interurban pas- 
senger trains a large amount of ice, meat and other 
perishable things, all of which business was satisfac- 
torily arranged so that it could be transported daily on 
freight cars. Delivery of small packages is still handled 
as expeditiously as with the two-man cars. The deliv- 
ery of newspapers to country subscribers was planned 
to be discontinued as it was thought this would take 
up too much of the operator’s time. Finding, however, 
that this service did not delay or endanger operation 
it was continued. 


CONSTRUCTION FEATURES OF LE INGTON CARS 


The new cars were built by the Cincinnati Car Com- 
pany. They are 41 ft. long and weigh, completely 
equipped, 25,100 Ib. The equipment includes Cincinnati 
arch-bar trucks with four G. E. 264, 25-hp. motors and 
26-in. rolled steel wheels, K-35 single-end control, air 
brakes and safety car control equipment and a G. E. 
CP 27 compressor. The cars have a free running speed 
on 600 volts of about 36 m.p.h. and will make a schedule 
speed of about 20 miles per hour, including a little 
more than one stop per mile. These cars are the light- 
est of their size and capacity that have ever been turned 
out by the Cincinnati Car Company. 

The photographs of the car body taken during the 
progress of its assembly clearly show the type of con- 
struction, which largely accounts for the light weight 
attained. An unusual feature of the side construction 
is the reverse curve in the side plates, which are formed 
of automobile steel. Vertical stiffeners cut to the curve 
of the plates maintain their contour. The curved plates 
provide a girder strength that is said to be much 
greater than that afforded with the same weight of 
steel held in a flat vertical position. The plates are 
riveted along the bottom to angle irons placed angle 
down, which form the sills and to which the cross 


DATA ON KENTUCKY TRACTION & TERMINAL CO. CARS 


Length over all... «3.5. ss eee ee eo ee 40 ft., 3 in. 

Length of platform—over bumper....-.......-....i...---- { pee O in. 
Width over all. on. Actes es ee ee oe eee & ft... 62 in. . 
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Rail to bottom of side sill 278 in. 
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members of the underframe are secured. The roof, 
constructed as a unit, is supported on the twé pairs of 
vertical posts resting on the body bolsters. These 
bolsters are of the box girder type. Instead of the 
usual window posts, continuous from the main body 
side sill to the letter board which ordinarily support 
the roof, the posts in this construction are merely in- 
serted between the letter board and the pressed section 
riveted along the top of the curved side plates. The 
side posts angle in 
from the vertical so 
that the width of the 
body at the top is the 
same as at the floor 
level. This design 
has the advantage of 
utilizing to the full- 
est extent any given 
width of devil strip 
between double 
tracks, for the great- 
est width of the car 
is at the seat level, 
where it adds to the 
comfort and roomi- 
ness without reduc- 
ing passing clearance 
with swaying cars. 
Even the space ordi- 
narily occupied by 
window guards has 
been converted into 
useful width by using 
individual guards 
mounted between 
window posts. They 
are flush with the 
car side and slide in 
grooved aluminum castings fitted to the window posts. 

Aluminum has also been used liberally in other places 
about the car to conserve weight. In spite of the 
heavier spring back and cushion seats, their total weight 
has been held to a reasonable value by using cast 
aluminum frames. The vestibule hand rails and seat 
handles are made of aluminum tubing and the hand 
brake installation is also constructed of the light metal. 

The Kentucky Traction & Terminal Company plans 
to sell ten or eleven of the old cars but will retain a few 
of them for extra service during the summer. If the 
new cars prove to be entirely successful, additional 
equipment of that type will be ordered completely to 
replace the 76,000-lb. cars. The new cars were con- 
tracted for under a car trust agreement spread over a 


term of five years, the notes being due and payable 
monthly. 


Co Our Patrons 


Ely these days, time is of much 
value to you. Delays in load- 

ing passengers can be materially re- 
daced, and you can also save money, 
if you will buy tickets at our stations. 
These savings amount fo 34 cent 
per mile on single and round trip 
tickets, plus a discount of 5 cents on 
round trip tickets between cities. 


Additional savings on purchase of 
24-trip book, and 52-trip school 
book, both good until used: clso on 
52-trip monthly commutation book, 
good between cities only. 


Your cooperation in speeding up 
transportation thus enabling us to 
fumish the best possible service, will 
be much appreciated. 


KENTUCKY TRACTION 
& TERMINAL COMPANY 


CaRD DISTRIBUTED TO PASSENGERS TO 
ADVERTISE THE RATES AND SUGGEST 
CO-OPERATION IN SPEEDING 
LOADING 
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Calumet Station Adds 180,000 Kw. to Generating Capacity 
| _of Chicago Company 


New Station of Commonwealth Edison Company Is Located in Great Industrial Section to the South of 
Chicago—Features Comprise Separation of Phases with Elimination of Short Circuit 
Possibility, Large Capacity Chain Grate Stokers, High Steam Pressure 
and Superheat and Integral Steel Economizers 


ALUMET STATION, the fourth generating plant 

of the Commonwealth Edison Company, Chicago, 

with an initial installation of 60,000 kw., brings 
the total present capacity of the company up to 539,000 
kw. Calumet is laid out for an ultimate capacity of 
180,000 kw. and is located in the great industrial center 
just to the southeast of Chicago at 100th Street and 
the Calumet River. Here it will be in a strategic posi- 
tion to serve economically not only the tremendous 
growth of industrial activity in this great area to the 
south, but also to supply power for the terminal elec- 
trification of the steam railways. In the immediate 
district served by this plant there is probably the 
greatest network of railways that exists in any equal 
area in the world. The Illinois Central Railroad, hav- 
ing various lines through this territory, has already 
started its preliminary work, leading up to electrifica- 
tion within five years, and the next ten years will 
undoubtedly witness a great development along this 
line around Chicago. At present the Commonwealth 
Edison Company supplies all of the energy used by 
both the Chicago Elevated Railways and the Chicago 
Surface Lines with their 1,233 miles of track, and part 
of the power required by several other smaller electric 
railway properties extending out of Chicago. Whether 
this extensive service of power will be extended to in- 
clude the steam railroads as they electrify is a problem 
of the future, but Calumet Station is there in readi- 
ness, if indeed the industrial load does not grow to 
exceed the ultimate capacity of the plant before the 
railroad load comes on. 

Calumet Station has been planned to contain ulti- 
mately six 30,000-kw., 12,000-volt, three-phase, 60-cycle 
units, of which two have been installed. One of these 
was supplied by the Westinghouse Electric & Manufac- 
turing Company and the other by the General Electric 
Company. This first section of the plant has been in 
operation for a few months and the work of extending 
the building for the next two units is already under 
way. The station is tied in with the Fisk Street sta- 
tion by means of two 33,000-volt, 350,000-cire.mil, lead- 
covered underground cables, each having a capacity of 
15,000 kva. Up to date this is the highest voltage that 
has been used for transmission in a three-phase cable. 
The lines are sent through two 15,000-kva., 12,000 to 
33,000-volt transformers connected to the station bus 
through 800-amp. reactors. At the Fisk Street end the 
voltage is stepped down by a similar installation of 
transformers. 

One of the most interesting departures from former 
practices in generating station design is the wide sep- 
aration of phases in the bus arrangement, a feature 
designed by B. G. Jamieson, engineer of inside plant 
for the company. Because of the enormous concentra- 
tion of power on the bus system of the switch house, 
a design that would embody an unusually high factor 
of safety against a bus short circuit was developed. 


- 


The buses are carried on three longitudinal walls placed 
16) It. apart, with one phase only on each wall. Like 
phases of the two main buses are installed, one on 
either side of each of these walls just below the ceiling 
of the first floor. The line buses are similarly arranged 
at the ceiling of the second floor on either side of simi- 
larly located bus walls. With this arrangement of 
buses, a special design of oil switch mechanism was 


required. The oil pots of the circuit breakers are in- 


stalled on the second floor and the operating mechanism 
on the third floor. The arrangement necessitated a 
switch mechanism which would simultaneously operate 
the contacts in the three oil pots of a switch spaced 16 
ft. apart. 


SOME OF THE IMPORTANT MECHANICAL FEATURES 


In the mechanical design of the station a number of 
features have been incorporated which place it a step in 
advance of the older stations of the company. The 
boilers are slightly larger and are designed for an 
operating pressure of 350 lb. gage, as it is desired to 
furnish steam at the turbine throttle at a pressure of 
300 lb. superheated 200 deg.; or to a final steam tem- 
perature of 622 deg. At the boiler the steam tempera- 
ture will approximate 630 deg. F., as the safety valves 
are set to blow at 330 lb. Forced-draft chain grates 
are installed to burn Illinois coal. With one exception 
two stokers per boiler have been provided, and the one 
exception is a forced-draft chain grate of mammoth pro- 
portions. It measures 24 ft. wide and 18 ft. 6 in. long 
from inside the grate to the rear center. An individual 
steel economizer is placed directly above each boiler. 

The heat balance of the station is maintained by 
bleeding steam at approximately atmospheric pressure 
from the main turbines through closed heaters which in 
conjunction with the open heaters raise the temperature 
of the feed water to 170 deg. F. The heat from the 
gland water and in all clean drips is conserved, and 
other economies are effected, which in the aggregate 
indicate the possibility of generating a kilowatt-hour at 
the switchboard on 18,000 to 19,000 B.t.u. The latter 
figure already has been obtained, and when all covering 
is on and the plant has settled into routine operation, 
the lower figure indicates the economy anticipated. 

As may be seen from the sectional elevation of the 
plant the boilers are set on the second floor. Below 
the central firing aisle are the train shed for unloading 
coal and a storage pit having a capacity of 350 tons 
per boiler. On either side are the stoker ash hoppers, 
from which the ashes are dumped directly into rail- 
way cars without any intermediate handling. The 
forced-draft fans are on the boiler-room floor back of 
their respective boilers and the induced-draft fans are 
at either side of the boiler house on a level with the 
economizers above the boilers. They discharge into a 
smoke flue on the roof. 

Four boilers per unit was the original plan, but the 
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Chicago’s Railway Load 
Supplied in Part 
E from Calumet Station, 
b the New Plant 
of the 
{ Commonwealth Edison 


No. 1—Circulating pump and condenser with capacity of one contained in single casing, in Calumet station, Chicago. 
330,000 lb. of steam per hour. No. 4—Where coal is received and started on its way 
No. 2—Note wide firing aisle and good lighting and venti- through the plant. 
lation in Calumet station boiler room. , vo. 5 
No. 3—Two 30,000-kw, 


l No. 5—Special. mechanism arranged to operate simultane- 
units, one tandem compound and ously the contacts in three oilpots spaced 16 ft. apart. 
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seven boilers now installed have given such excellent 
results, operating up to 300 per cent of nominal rating 
without the least difficulty and delivering 150,000 lb. of 
steam per hour, that three boilers per generating unit 
of 30,000 kw. is now considered ample. With a steam 
rate approximately 10 lb. per kilowatt-hour, it is evi- 
dent that two of the larger boilers could meet the unit 
steam requirement. As each boiler contains 15,089 
sq.ft. of steam-making surface, the allotment: of three 
boilers per unit provides 45,267 sq.ft. of heating sur- 
face to supply steam to a 30,000-kw. generating unit. 
This is a provision of 1.5 sq.ft. per kilowatt of generator 
rating. In each boiler there are 4,052 sq.ft. of super- 
heating surface and 9,669 sq.ft. of economizer. 

Six of the boilers are served by forced-draft chain- 
grate stokers, two per boiler, set under the low end. 
Each stoker has an effective area of 182 sq.ft., giving 
364 sq.ft. per boiler. To give a wide range of speed 
the stokers are driven by direct-current motors. Air is 
supplied by induction-motor-driven multivane fans 
mounted on the boiler-room floor, and controlled by 
push buttons on panels at the boiler fronts. The same 
type of control from the same location is applied to the 
induced-draft fans. Here also are the instruments in 
full view of the firemen while making the necessary 
adjustments of draft pressures and stoker speeds. 

A feature of the furnace is the elimination of the 
bridge wall. Water-backs connected into the boiler 
circulation protect the rear wall, and ventilated tile at 
the clinker line afford protection to the side and center 
walls. Flat suspended arches of the new radial-end 
type are installed. 

With the bottom of the front tube header 15 ft. 4 in. 
above the floor and the boiler tubes at the entrance to 
the first pass approximately 20 ft. above the grates, a 
furnace volume of 6,700 cu.ft. is secured. This is a 
provision of 18.4 cu.ft. of furnace volume per square 
foot of grate area, or roughly 0.3 cu.ft. per pound of 
coal burned at a combustion rate of 60 lb. of coal per 
hour per square foot of grate surface. 

Under the seventh boiler the installation of the larger 
stoker is under way. As previously stated it is 24 ft. 
wide and 18 ft. 6 in. long with an effective area of 444 
sq.ft., as compared to 364 sq.ft., the aggregate area 
of the two stokers serving each of the other boilers. 
Although the grate surface is continuous, the stoker is 
made up of two separate chains, with the driving shafts 
coupled at the center and a driving motor at either 
side, the two being under common control. 


How ASHES AND CoAL ARE HANDLED 


Ashes are discharged from the rear end of the stokers 
into 50-ton hoppers placed directly underneath. These 
hoppers are protected against the action of the hot ashes 
and are provided with a sprinkler system for wetting 
down before they are discharged through pneumati- 
cally operated gates into railway cars. 

Coal is unloaded immediately under the central firing 
aisle of the boiler room by means of a traveling crane 
which discharges either into a large storage pit or to 
a traveling hopper. 

From the hopper the coal is fed onto a belt conveyor 
having an ultimate capacity of 400 tons per hour. The 
delivery is through a Bradford breaker serving the 
present installation. With the next addition to 
the plant another breaker will be installed and 
the belt will then deliver to each unit at the rate of 
200 tons an hour. Although this type of breaker is 
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used extensively in the byproducts coke industry, this 
is the first installation of the kind for a central station. 
Tramp iron, sulphur balls, mine props and any other 
refuse that may be in the coal are held back and 
passed out at the end of the breaker onto a belt con- 
veyor. Here the refuse material is picked off and any 
good coal that may have been carried out of the 
breaker with it is allowed to pass on to another con- 
veyor delivering into a small two-roll crusher which 
discharges into the pivoted bucket conveyor carrying 
the coal to the top of the boiler house. 

Coal from the breaker passes into collecting hoppers 
and is fed onto a short belt conveyor which is revers- 
ible and may feed either one of two pivoted bucket 
conveyors elevating the coal to the overhead bunker 
level. 

From the pivoted bucket conveyor the coal is passed 
into either one of two receiving hoppers which dis- 
charge directly onto belt conveyors running longitu- 
dinally above the coal bunkers. One set of reinforced- 
concrete bunkers, with individual capacities of 250 tons, 
serves each row of boilers. 


MAINTAINING THE HEAT BALANCE 


One of the features of the station is the arrangement 
of the feed-water system and the method of maintain- 
ing the heat balance. Temperature of the feed water 
will be maintained about 175 deg. F. to prevent con- 
densation of the sulphurous acid in the flue gases and 
thus eliminate to a great extent the external corrosion 
that would otherwise take place in the steel econo- 
mizers. Essentially, this is accomplished by introduc- 
ing a closed heater between the condenser hotwell and 
the usual open feed-water heater. From the main tur- 
bines at about atmospheric pressure sufficient steam 
is bled through the closed heater to maintain the water 
in the open heater at the temperature previously given. 
A recording thermometer in the boiler room shows 
the temperature of the water in the open heater at 
all times and guides the operator in varying the 
amount of steam bled from the turbines by adjust- 
ing a hand-operated valve in the bleeder line. 

To heat the condensate, a certain amount of exhaust 
steam from auxiliaries as well as the discharge from 
steam traps is available. Three of the four boiler- 
feed pumps are turbine-driven. There is also a 50-hp. 
turbine-driven service pump, and with the exception 
of the circulating pumps the condenser auxiliaries are 
in duplicate, one set being driven by turbines and the 
other by motors. As many of the auxiliaries as the 
heat balance will permit will be electrically operated. 

An open heater rated to heat 400,000 lb. of water per 
hour from 85 to 175 deg. F. is provided for each 
unit, the two being connected in parallel. The closed 
heaters are practically of the same capacity. The 
arrangement of the piping and auxiliaries for both 
units are practically identical with the exception of 
the gland heated and the hydraulic air pumps. The 
use of steam seals in turbine No. 1 made it desirable 
to recover the heat in this steam by passing it through 
an additional closed heater. The condensation from 
both of these closed heaters is returned to the hotwell 
of the condenser. The condensate pump draws from 
the hotwell of the condenser and forces the feed water 
through the closed heaters to the open feed-water heater. ° 
It then passes down to the feed pumps, which are 
cross-connected on the discharge side to give flexibility, 
and is forced up through the economizers to the boilers 
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against a head ranging from 380 to 400 lb. gage. 
Another path is through the auxiliary feed or wash 
line which bypasses the economizers and leads directly 
to the boilers. Feed-water regulators control the supply 
entering each boiler. 

As previously stated, two generating units have been 
installed, each having a capacity of 30,000 kw. at 85 
per cent power factor. The Westinghouse unit is a 
tandem compound machine having a speed of 1,200 
r.p.m., and the General Electric unit develops the entire 
capacity in a single casing, the speed being 1,800 r.p.m. 
The condensers are of the surface type with 52,000 
sq.ft. of surface, which reduces to 1.73 sq.ft. per kilowatt 
of generator rating. For each unit one circulating pump 
of the slow-speed type is installed. The other condenser 
auxiliaries are installed in duplicate, one unit of the 
pair being turbine-driven and the other motor-driven. 

The Westinghouse unit has two condensate pumps 
each rated at 1,000 gal. per minute, with 100-hp. 2,300- 
volt induction-motor drive in one case and a 60-hp. 
turbine in the other. The air pumps are of the Leblanc 
type. For the General Electric unit hydraulic air pumps 
are employed. Four units are installed, although nor- 
mally two will take care of the requirements. The 
installation includes hurling-water pumps and a tank to 
store the water circulated through the air nozzles. 


POWER SUPPLY AND CONTROL OF AUXILIARIES 


As much of the auxiliary apparatus in the station 
is motor-driven, elaborate provision has been made to 
insure the continuity of the electric supply. All aux- 


iliary motors larger than 100 hp. are on 2,300-volt . 


service and those below 100 hp. are designed for 
440 volts, with the exception of the stoker motors, which 
are 220-volt direct-current machines. To supply these 
services stepdown transformers are ‘connected to a 
special 12,000-volt bus placed in the transformer house. 

For the 2,300-volt auxiliary service three buses have 
been provided—a 1,200-volt starting bus, a 2,300-volt 
running bus and a transfer bus, the last being an 
alternate to the running bus and supplied by an emer- 
gency transformer from the opposing section of the 
main auxiliary bus. The 2,300-volt auxiliary power 
center is located in the transformer house at the tur- 
bine-room floor level. All service switches for the large 
motors are installed in this location and arranged for 
remote control from the motors. Compensating starters 
are employed only on the 440-volt motors. 

Throughout the station 220-volt direct-current con- 
trol is employed. The operating bus is supplied by 
either one of two 200-kw. motor-generator sets, with a 
120-cell, 1,500-ampere-hour storage battery floating on 
the line. From this same bus the stoker motors are 
driven and it is also an emergency source for excitation 
of the main generating units. 


Safety Campaign of Steam Railroads 


FOUR months safety campaign of the steam rail- 

roads, designed especially to eliminate accidents at 
grade crossings, will begin on all the roads in the 
United States and Canada on June 1. It is under the 
direction of the American Railway Association and has 
been indorsed by President Harding. A poster has been 
prepared by the steam railroads for use in passenger 
stations and elsewhere, representing an automobile 
attempting to cross the tracks in front of an approach- 
ing locomotive. 
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Checking Schedules in Baltimore and Elsewhere 
LOUISVILLE, Ky., May 9, 1922. 


To the Editors: 

I note the reference on page 744 of your issue of 
May 6 to a method employed in. Atlanta for plotting 
actual time. It may not be generally known that there 
is a commercial device for recording actual time of 
cars at a time point and operated automatically by the 
cars themselves. The record is revolved on a cylinder 
and is printed 
through type- 
writer ribbon in 
the form of dots 
along a spiral 
line, which, when 
unrolled, is in 
the form of 
oblique parallel 
lines on a sheet 
of paper. It is 
easy to draw 
lines from the 
points made by 
the car to the 
points indicat- 
ing the schedule 
time. The length 
of these lines 
then shows how 
much the car has 
departed from 
schedule, and the 
direction of 
them, whether 
ahead or late. 
A part of such a 
sheet is shown 
herewith. From 
several of these 
records, taken 
on successive days, a comparison of performance may be 
graphically shown as in the second illustration. In this 
chart the vertical line to the left gives the correct sched- 
ule, while the curve shows the actual arrival time on 
successive days. The points for each run number are 
then connected together. If the cars conform to sched- 
ule, each run number will produce astraight vertical line, 
but as they depart from schedule this line will be more 
broken. If the point is to the left of the schedule time 
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PORTION OF RECORD FROM HEADWAY RECORDER 
(LENGTH oF LINE SHOWS DEPARTURE 
FROM SCHEDULE) 
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PORTION OF SHEET USED IN BALTIMORE FOR COMPARING ACCURACY 
WITH WHICH CARS KEEP TO SCHEDULES ON SUCCESSIVE DAYS 


902 ELECTRIC RAILWAY JOURNAL 


Vol. dY, No. 22 


it shows that the car was ahead of time, but if to the 
right the car was late. Each motorman can therefore 
see his records on successive days in an instant. 

This method of plotting the results from the Auto- 
matic Headway Recorder is to be credited to J. A. Stoll, 
superintendent of traffic United Railways & Electric 
Company, Baltimore, Md. CARL P. NACHOD. 


Thermit Weld Cost Reduced 


AVINGS varying from $2 to $3 per joint have been 

made possible by the recent development by the 
Metal & Thermit Corporation, New York, of a modified 
Thermit insert rail weld, wherein the usual reinforcing 
collar is so proportioned as to give a perfect weld with 
considerably less Thermit than was formerly believed 
necessary. 

The modified weld, known as the “center pour weld,” 
involves no fundamental changes from the type of Ther- 
mit insert weld which has been used extensively for 
ten years by street railways throughout the United 
States. By making a great many welds and then break- 
ing them, it was found possible gradually to change 
the design of the pattern so as to utilize the Thermit 
steel collar in the 
most scientific man- 
ner and to best ad- 
vantage. <A_ slight 
rearrangement has 
also been made in 
the proportions and 
locations of the pour- 
ing gate, heating 
gate and riser. A 
narrower gap is also 
used between rail 
ends. It has been 
found that an aver- 
age of 4 in. gap will 
give the best results. 
The saving in using 
the new weld con- 
sists not only in a 
“saving of the Ther- 
mit welding portions, 
but also in the crucibles, as a much smaller crucible can 
be used, which in turn gives several more reactions per 
crucible lining. An average of twenty-five or more 
reactions per crucible lining can be obtained. 

When used in conjunction with new style self-luting 
mold boxes, which require no hand luting whatsoever, 
the operations merely require clamping the molds to 
the rails, preheating and pouring. The preheating 
takes from twenty minutes to a half hour per joint 
and the number of joints which can be welded in a day 
is only limited to the number that can be preheated. 
When two joints are preheated at a time, there should 
be no trouble in making thirty-five to forty joints per 
day with a comparatively small gang. 

Thermit insert rail welding operations have also been 
simplified by the perfection of a new Thermit mixture 
which develops such heat that the additions can be 
mixed cold in it instead of being put in a can and 
preheated. 

Under recent repeated drop tests, sections of rail 
welded by this method broke entirely outside of the 
weld in every instance, thus demonstrating conclusively 
that the weld was absolutely as strong as the rail. 


RESULTS OF Drop TESTS ON WELDED 
JOINTS 


The detailed results of the drop tests are shown by the 
following data and in the accompanying illustrations: 


Test No. 1: 

Rail section welded—L. S. Co. 134-506. 

Nature of: test—Foundation and support of rail tested, 
the rail supported on semi-elastic foundation, ie., steel 
plates were laid on the dirt floor of the welding shop, on the 
top of which were placed 6-in. tee rail, and the rail to be 
tested in turn placed upon this tee rail on 3-in. centers. 

Weight used: 2,500 Ib. Heights of drops: 20 in., 30 in., 
48 in., 79 in. 

Result: The last drop was as high as could be given and 
no defiection or breakage occurred. 


Test No. 2: ‘ 

Rail section welded—Same as in Test No. 1. 

Nature of test—Foundation and support of rail tested— 
foundation consisted of two 10-ft. square steel billets each 
3 ft. 8 in. long imbedded horizontally in the dirt floor of the 
welding shop. On these billets were placed 6-in. tee rail on 
3-ft. center. ; 

vee used: 2,000 lb. Height of drop: One 9-ft. drop 
only. 

Result: Rail tested broke entirely through the rail steel 
adjacent to the thermit collar. 


Test No. 8: 

Rail section welded and nature of test similar to test 
No. 2 except: 

Height of drop: One 30-in. drop only. 

Result: Rail broke through the base 3 in. from weld, 
proving conclusively a rail failure and not a weld failure. 


Test No. 4: 

Rail section welded and nature of test similar to Test 
No. 2 except: 

Heights of drops: 12 in., 18 in., 24 in., 30 in., 40 in., 50 in., 
72 in., 100 in. 

Results: No deflection was noted until 40-in. drop was 
made. As nearly as can be measured, this deflection for the 
3-it. span was about .005 in. and the deflection after the 
72-in. drop amounted to a total of .014 in. The rail broke 
at the 100-in. drop 14 in. from the weld at the base diag- 
onally up through the rail to a point about 7 in. away from 
the weld on the head, which also proves a rail failure and 
not a weld failure. 


Test No. 5: : 

Type of rail tested and nature of test similar to Test No. 2 
except: 

Heights of drops: 30 in., 48 in., 66 in. 

Results: No deflection took place at the 30-in. drop. A 
defiection of .008 in. occurred at the 48-in. drop and the rail 
broke at the 66-in. drop. The fracture occurred 17 in. from 
the weld at the base and fractured diagonally up through 
the rail, emerging through the head 4% in. from the weld, 
thus showing a rail and not a weld failure. 

Note: In none of the tests Nos. 1-5, inclusive, did the 
total length of rail after welding exceed 4 ft. 


Test No. 6: ~ 

Rail section welded: 9 in. L. S. Co. 184-470. This section 
and section L. S. Co. 134-506 (used in previous tests) are 
almost identical; the only difference being that the 506 
section has a slightly curved contour on the running surface 
of the head, whereas the 470 section is flat. 

Results: No deflection occurred at the 30 in. or 48 in. 
drop. <A deflection of .005 in. occurred at the 66-in. 
drop and the rail broke at the 104-in. drop. The break 
occurred through the base 8 in. from the weld and ran 
diagonally upward toward the weld, breaking through the 
head alongside of the insert and 13 in. away from the weld 
through the lip. There was a bolt hole through the web 
of this rail about 2 in. away frqm the weld and the broken 
specimen shows a crack extending from this bolt hole toward 
and through the weld. It is possible that had this crack 
at the bolt hole been absent, the rail may have broken 
completely through the head away from the weld. 

The modified insert weld was demonstrated on May 
12 before the members of the committee on way mat- 
ters of the American Electric Railway Association at 
the Jersey City plant of the Metal & Thermit Cor- 
poration. One man was able to make a mold, preheat 
and pour a weld in less than one hour’s time. As nearly 
half of this was devoted to preheating alone it is evi- 
dent that a welding gang of say five men can proceed 
at a much more rapid rate by dividing the work. 
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Overhead and Car Current Collecting Devices* 


Wear on Wheels and Trolley Wire Is Shown to Be Due to a Combination of 
the Qualities of Both, Together with Operating Conditions—Relative 
Merits on Wheel and Sliding Shoe Are Discussed 


By LESLIE E. DELF ‘” 
Electrical Engineer Northern Texas Traction Company, 
Forth Worth, Tex. 


HE collection of current for elec- 
tric cars from an overhead wire 
involves three essential parts of equip- 
ment, namely, the trolley wire, the con- 
tact element, whether wheel, sliding 
shoe or bow slide, and the trolley base. 


Each plays an important part in the. 


operation. On most railways the care 
of the trolley wire is in the hands of 
the electrical engineer. or line fore- 
man, while the master mechanic has 
supervision of the wheels and bases. 
This has sometimes led to each doing 
his best to keep his particular part of 
the equipment in good condition but 
failing to consider whether that condi- 
tion is best for the other man’s part 
of the equipment. 

The fundamental requirements of the 
current collective device are: first, 
minimum wear on wire; second, mini- 
mum wear (and consequently minimum 
cost per 1,000 car-miles) on wheel or 
slide; and third, negligible power loss 
in collection operation. This _last- 
named has a direct bearing on the 
other two and can, for all practical 
purposes, be included in them, for ex- 
cessive power loss will produce heating 
and burning which will reduce life of 
both wire and wheel. 

Hard-drawn copper has been the 
standard material for trolley wire for 
a number of years. For operation on 
this type of wire a wheel was developed 
having an analysis of approximately 91 
per cent copper, & per cent tin, 1 per 
cent zinc, lead and impurities. This 
combination of wire and wheel gave 
excellent service until traffic condi- 
tion became so severe, particularly in 
downtown districts, as to demand a 
wire having greater wearing qualities. 
This demand was met by the production 
of copper-alloy wires, the best-known 
and apparently most successful of 
which is phono-electric. War condi- 
tions brought about the use of some 
galvanized steel wire on certain prop- 
erties. Recently a new copper-alloy, 
known as cadmium-copper-alloy, has 
been used in certain Canadian cities 
with considerable success. 

The hardness of both the wire and 
the wheel has bearing upon the life of 
both. The harder the wheel the longer 
will be its life and consequently the 
shorter the life of the wire on which it 
runs. Hard-drawn copper wire with 
the present trolley wheels seems to be 
a happy combination in so far as with 
them the total wear is just about at a 
minimum. Both copper-alloy and steel 
wire are considerably harder than hard- 
drawn wire. Our experience indicates 
that they have two or three times the 


*Abstract of paper presented before the 
Street & Interurban Railway Section of the 
Southwestern Electrical & Gas Association, 

San Antonio, Tex., May 3-6, 1922. 


life of hard-drawn copper under the 
same conditions. However, our rec- 
ords show that during the few years 
that we have been increasing the use 
of such wire the average mileage of 
our trolley wheels has dropped steadily, 
year by year, from around 20,000 
miles to 3,219 miles in 1921. Some 
other factors such as increase in sched- 
ule speed may have entered into this 
drop, but still other factors such as 
the reduced current consumption of 
the safety car should tend to offset 
them. 

This reduced life of trolley wheels 
has not been due only to the abrasive 
wear caused by the wheel traveling 
over the harder wires. These wires 
present a smooth surface on the under- 
run due to the uniformity and slowness 
of their wear. This surface is so 
smooth that it often does not give suf- 
ficient friction between the wire and 
wheel to cause the latter to revolve. 
This action is very intermittent with 
the six-inch wheels running on one- 
inch pins that are used on this property 
and depends a great deal upon the con- 
dition of the wheel bearing and its 
lubrication. It has been most fre- 
quently noted when a car first starts 
up as at that time the inertia of the 
wheel is added to the static friction 
of the bearing and so gives the worst 
condition tending to cause the wheel 
to slide rather than roll. Once a flat 
spot is started on the throat of a wheel 
it is rapidly increased by the pounding 
it produces on the wire when the 
wheel is revolving at high speed. The 
harder the wire the faster the flat spot 
develops. On one line on which we 
have 3 miles of steel wire, wheels 
pound so badly after 900 miles opera- 
tion that they have to be removed al- 
though the throat is far from worn out. 

Last summer trolley breaks on our 
city lines started to increase at an 
alarming rate. All were in compara- 
tively large sized wire and were located 
in the ears at that point about an inch 
from the end, where the wire com- 
menced to be rigidly held by the ear. 
Each break showed evidence of crys- 
tallization or fatigue of the copper at 
that point and indicated that it had 
been in progress of fracture for some 
time. A study of conditions led us to 
the conclusion that the pounding of the 
wire by trolley wheels with flat spots 
in the throat had set up vibrations 
which traveled to the ear and were 
there damped out by the larger mass 
of the ear, the energy of these vibra- 
tions being expended at the point 
which subsequently developed the 
break. Relief was sought by equip- 
ping most of our regular cars with 
trolley shoes. As these fractures re- 


quire considerable time to develop and 
consequently there were probably a 
number at various points on our lines 
that had not progressed to the point 
of failure, we cannot say positively 
that our assumptions were correct, but 
the pronounced reduction of breaks 
would indicate that they were not far 
from right. 

The action described above is so 
much greater on wheels operating on 
steel wire than on those operating on 
copper-alloy wire that we shall discon- 
tinue the use of steel wire on lines on 
which wheels are used. It is neces- 
sary, however, to provide a _ wire 
harder and with a longer life than 
hard-drawn copper to meet heavy 
traffic conditions and so we cannot af- 
ford to go back to hard-drawn copper 
wire where these conditions obtain. 
This means that if we are to maintain 
our old standards of current collection 
costs some collection device must be 
developed which will eliminate the 
troubles experienced with the present 
trolley wheel when operated on copper- 
alloy wire. 

This company conducted its first test 
of the sliding shoe collector by equip- 
ping two cars with Miller trolley shoes 
in March, 1921. The two shoes on one 
car were removed as worn out in Feb- 
ruary, 1922, operating 28,600 miles 
apiece. The other pair are still in use 
after covering 21,229 miles each. In 
September the trolley break situation 
mentioned above became so bad that 
we commenced equipping other cars 
with shoes until we now have seventy- 
four cars using them. These latter 
shoes have not shown the mileage that 
the four test shoes developed. Thirty- 
four shoes have worn out to date hav- 
ing operated an average of 8221.7 
miles each. The wearing qualities of 
the individual shoe have varied greatly. 
On one car the shoe on one end out- 
wore three shoes on the other end, 
both covering the same mileage on the 
same line. 

The operation of the shoe on copper- 
alloy wire is excellent, both wire and 
shoe taking a high polish. This same 
polish develops on steel wire, but the 
wear on the shoe is excessive, Aver- 
age life of shoes operating on a line 
with about 3 miles of steel wire is 
approximately 3,300 miles. The action 
of the shoe on hard-drawn copper wire 
has been extremely variable. Certain 
wire, chiefly that purchased prior to 
1917, takes a high polish similar to 
the harder wire, but other wire, as a 
rule that put up more recently, shows 
signs of considerable scraping action 
from the shoes. Lack of statistical 
data on wire wear with wheels renders 
it impossible to compare the action of 
wheekand shoe under similar conditions, 
but an average of micrometer measure- 
ments on several representative lines 
outside the business district indicate a 
life of about five years for hard-drawn 
copper wire when used with the shoe. 

The shoe rides the wire and special 
work better than the wheel. A con- 
siderably lower trolley tension is pos- 
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sible and there is less arcing and 
pounding at ears than with wheels. We 
have found, however, that when the 
shoe has been worn so that a groove is 
cut in its throat somewhat larger than 
the diameter of the trolley wire, the 
shoulders of this: groove tend to cut 
out the sides of ears and sleeves and 
permit the wire to drop. We find that 
the shoe handles sleet on trolley wire 
a great deal better than do wheels. 
One objection to the shoe on the part 
of the trainmen is that it is not safe 
to back up a car equipped with shoes, 
but this disadvantage is offset in the 
minds of most of the men by the supe- 
rior manner in which the shoe passes 
through special work and stays on the 
wire. 

The tension used to keep the shoes 
or slides upon the wire determines in 
a large measure the iife of the wire 
and collecting device. Excessive pres- 
sure causes undue wear on both wire 
and wheel or slide and increases wire 
breakage due to bending of wire at 
ears especially where the trolley wire 
is slack. On the other hand, too little 
tension will mean a large number of 
wild trolleys and consequent damage to 
span and trolley wire. It also will per- 
mit the wheel or slide to leave the wire 
when hitting ears and so produce arc- 
ing at the approach end of the ear and 
a pounding of the ear and wire when 
the wheel again seats itself against the 
wire. The result of this pounding is 
usually seen at the center of the ear. 
The proper tension to use on any given 
system will depend on the accuracy 
with which the trolley wire is aligned 
and special work is adjusted, maximum 
height of wire, weight of shoe or slide 
and the sensitiveness of the trolley 
base. Using a 6-in. wheel we have 
secured best results with about 30 Ib. 
downward pull with trolley wheel 18 ft. 
above the rail. With a Miller. shoe 
we get best results with about 22 lb. 

Tests recently conducted in the Fort 
Worth shops on a number of different 
types of bases indicate that practically 
all bases have sufficient freedom of 
movement in the horizontal plane when 
in good condition. It was found, how- 
ever, that the friction in the base, op- 
posing movement in the vertical plane. 
varied over a wide range and was de- 
pendent upon the make, amount of 
wear and lubrication of the base. 

With the light-weight base that is 
installed on all our safety cars we 


found that it required 35 lb., as meas. . 


ured by spring balance attached to the 
trolley rope, to produce a downward 
movement of the pole, but that the 
pole only pulled, say 11 Ib., against the 
spring when it started its upward 
movement again. This means that the 
trolley wire must take a pressure of 35 
lb. when the pole is moving downward 
when approaching the center of a span 
and when striking an ear but that there 
is only an effective pressure of 11 Ib. 
available to keep the wheel on the wire 
through special work or where the ten- 
dency for the pole is to rise. 

An average of tests on a number of 


this type bases showed that it took 24 
Ib. more to lower the pole than to raise 
it. These tests were made on cars that 
had been in operation for some time 
and some of the bases were consider- 
ably worn. The bearings involved in 
vertical movement were then lubri- 
cated with “3-in-1” oil and the friction 
was reduced by from 12 to 5 lb. Simi- 
lar tests made on new heavy-type 
bases averaged 3.4 lb. difference be- 


tween the up and downward pull on 
three makes of bases. 

A net difference of 6 lb. should be 
considered a maximum allowable varia- 
tion on a good base on account of fric- 
tion. The manufacturers of the light- 
weight base have made changes that 
are intended to overcome the exces- 
sive friction of this base and results of 
tests on this base should be available 
soon. 


Directors of Public Information Bureaus Meet 


URING the week of the N. E. L.A. 

convention there was also a meet- 
ing of the directors of the various state 
public utility information bureaus. 
These directors held two most inter- 
esting sessions during the week, inter- 
est in which is as much from the elec- 
tric railway as from the electric light- 
ing industry. 

Animated and constructive discussion 
of the most successful ways and means 
of getting the utility story to the people 
marked the first meeting. J. B. Mul- 
laney, director of the Illinois committee, 
acting as chairman, directed the discus- 
sion of the papers and every vital point 
was dwelt upon. Four papers were read 
and discussed during the afternoon. 

Four salient points are to be remem- 
bered if a public utility information 
bureau is to be a success, H. M. Lytle, 
associate director of the Illinois com- 
mittee, declared in his paper, “The 
Newspaper Relationship.” These points 
are: (1) There must be constant 
chought and effort. (2) The so-called 
press-agent type of publicity man has 
proved to be a flash in the pan. (8) 
Information must be collected and 
collaborated from every branch of the 
industry, for at best the individual 
knows only his own department. (4) 
More progress in educating utility em- 
ployees in their business has been made 
in the past three years than in all the 
previous years combined, but this in re- 
a.ity is only a step. It was pointed out 
that few utility companies have even as 
vet organized themselves in a publicity, 
advertising or public relations way. 
Many continue to buy expensive space 
in advertising columns and then fill it 
with badly written matter which creates 
no good impression except upon the 
man who wrote it. Definite technique 
is required to do this, and it takes a 
skilled workman to tell a story in an ad- 
vertisement successfully. 


SPEAKERS’ BUREAU OF VITAL 
IMPORTANCE 


Operation of a speakers’ bureau in 
connection with state committees on 
public utility information is so vital, 
said Benjamin E. Ling, director of the 
Ohio committee, in his paper, “Public 
Addresses as Good-Will Builders,” that 
it is doubtful whether this great co-op- 
erative effort at gaining good will for 
the public utility can be successful with- 
out it. The messages about the 
pwolic utility industry which these 
public speakers have been able to “put 


across” in Ohio have had most pleasing 
results, and he thought that these re- 
sults can be duplicated in every other 
state. 

Excellent results were pointed to as 
a result of personal letters from the 
bureau directors when editorials and ar- 
ticles appeared in the press which 
showed misinformation on the part of 
the editor. Copies of such letters— 
which naturally treat only of the gen- 
eral utility situation and not of any 
local problem—are sent to utility exec- 
utives in the city where the newspaper 
is published, so that, if advisable, in- 
formation as to the local aspects may be 
added to the general information. 

In his paper, “Possibilities in Public 
Utility Conventions,” Alfred Fischer, 
director of the Michigan committee, 
dwelt on the possibilities of making the 
utility convention a great public mass 
meeting. He pointed out the desirabil- 
ity of throwing open the doors of the 
convention to the public and particu- 
larly emphasized the value of making 
the power plant available for public 
inspection. Mr. Fischer brought out 
the fact that the most successful means 
of reaching the public has been to leave 
discussion of utility problems out of the 
picture until the agricultural, indus- 
trial and civic dependence of a commu- 
nity upon electric power has been ex- 
plained. Then the relation of the utility 
development to the communities’ growth 
will naturally follow and be understood 
by the public. 

The enormous value of imbuing en- 
gineering students with proper ideas of 
utility problems was emphasized by 
Horace M. Davis of Lincoln, Neb., who 
cited several specific cases where direct 
benefit had resulted from holding state 
conventions at the state universities 
and colleges. Participation in the con- 
vention programs by the engineering 
faculty has been found to be highly 
advisable, as it brmgs out an unusually 
instructive interchange of viewpoints. 

In discussing this phase of public 
utility information the good moral sup- 
port of the manufacturers was com- 
mended, and it was held that the value 
of the publicity efforts made by these 
manufacturers in the past cannot be 
overestimated. It was pointed out, how- 
ever, by Howard T. Sands of Boston 
that it is now the duty of the utilities 
themselves to bear all the expense of 
this publicity. 

Nothing can be so important as edu- - 
cation relative to the utility industry, 
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for it is its cornerstone, declared E. E. 
Lincoln, head of the chair of public 
utilities of Harvard University, at the 
second meeting. In Harvard University 
this is considered one of the most im- 
portant subjects. There is the most 
profound ignorance relative to all pub- 
lic utility affairs. There is nothing too 
elementary to explain. For thirty years 
men in the utility business have gone 
on assuming a situation—assuming that 
the public knew about their business— 
and the public has known nothing. 

John C. Mellett, director of the In- 
diana Committee on Public Utility In- 
formation, told of the co-operative ef- 
fort under way in that state with the 
public schools, particularly high schools 
and colleges. A series of pamphlets, 
duplicating those published by the Illi- 
nois committee, has been sent to those 
schools requesting such pamphlets. 
These requests are brought through let- 
ters sent to the school superintendents 
advising them of the committee’s work 
in preparing such informative matter. 

H. M. Lytle, for the Illinois commit- 
tee, said that it first had dealt with 
856 high schools, but that since then 
the list had been expanded to 887 high 
schools and thirty colleges and uni- 
versities of the state. 

Joseph B. Groce, director New Eng- 
land Bureau of Public Service Infor- 
mation, declared that there is a neces- 
sity for the closest co-operation be- 
tween the various state committees 
and the national associations. He said 
the big work before the committee 
and the national associations is to sell 
to America the knowledge that the util- 
ity industry is second only to farming 
as the nation’s greatest enterprise and 
that it is a great industry whose essen- 
tial character is such that unless it 
progresses and prospers the nation can- 
not prosper. 

Labert St. Clair, publicity manager 
of the American Electric Railway Asso- 
ciation, and Charles W. Person, secre- 
tary advertising section, American Gas 
Association, who were present, volun- 
teered the closest co-operation with the 
state committees. Mr. St. Clair said 
that the state committees were close to 
the ground and could localize publicity 
and educational effort in a way that 
would get actual results which such 
effort directed from a centralized source 
could not hope to accomplish. 

H. T. Sands, chairman public rela- 
tions committee, N. E. L. A., said that 
the work of the committees must be 
carried out on state lines, that there 
must not be too much organization be- 
tween the various state committees, 
and that they must continue their policy 
of hammering home the truths relative 
to the industry and staying out of con- 
troversies. ; 

To work out a clear-cut program of 
co-operation between the state com- 
mittees and the national associations, it 
was resolved to appoint a committee 
from the state directors to meet with 
the secretaries of the three national as- 
sociations. 
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Some Post-War Problems 
of the Utilities* 


Need of Legislation to Give Utility Se- 
curities a Wider Market—Advantages 
of Customer Ownership—tTrend in 
Legislation and Regulation 


By CARL D. JACKSON 


President National Association of Railway 
and Utilities Commissioners 


BNORMAL war conditions directly 

affecting public utility service and 
finance served to bring home clearly 
to the country fundamental economic 
laws. The public came more clearly to 
understand the importance of all kinds 
of public utility service in respect to 
every phase of daily life and recog- 
nized that adequate service could be 
obtained only through fair treatment 
of investors’ capital dedicated to pub- 
ile use. 

The war period also served to em- 
phasize the short-sighted financial pol- 
icy of many utility corporations and 
the necessity for broader and more far- 
seeing and elastic policies in this re- 
spect if the utilities are to meet the 
full measure of public obligation on 
their part. Difficult as was the situa- 
tion for many utilities during the war 
period, it is plain that post-war con- 
ditions have brought in their wake 
problems that must be met wisely if 
future progress is not to be seriously 
retarded. A greatly increasing demand 
for utility service is an outstanding 
characteristic of our economic develop- 
ment. 

The capital requirements of which I 
shall shortly speak, which must be met 
if we are to reap the economic benefits 
in sight, are not only very great in 
amount, but the supply of capital is 
more or less controlled and curtailed 
by certain governmental policies cal- 
culated to affect very adversely not 
only the utility industry but all pro- 
ductive industry in the country. I 
refer, of course, to the tremendous 
flood of tax-exempt securities already 
issued and being issued in increased 
magnitude. 

The present federal tax laws must 
necessarily handicap the securing of 
capital upon the most reasonable rates 
of interest, but the issuance of tax- 
exempt securities has deprived every 
industry, including the public utility 
industry, of a very important source 
of capital, and such capital as is now 
thus secured from the individual in- 
vestor is generally secured on onerous 
terms. 

The unquestioned desirability of a 
large volume of public utility securi- 
ties for permanent investment is gen- 
erally recognized. Such investments in 
the utility field, however, have not in 
many states received the full legal 
recognition to which they are entitled 
because of the highly important public 
function they are performing and the 
solid nature of the security offered. 
The system of regulation now in force 


*Abstract of address before the National 
Electric Light Association at Atlantic City, 
N. J., May 18, 1922. 
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in most states entitles the utility indus- 
try to the same recognition accorded 
the older branch of utility represented 
by steam roads. 

There are thirty-one states in which 
there appears to be an entire absence 
of statutory authorization to savings 
banks for investment in gas, electric, 
telephone or electric railway securities, 
and two others in which authorization 
is lacking except for electric railways. 
The history of public utility securities 
entitles them to confidence. Prac- 
tically all such issues are supervised 
by state agencies of reponsible author- 
ity. The utilities are essential to 
every-day modern life. The welfare 
and progress of the country depend 
upon their encouragement and develop- 
ment. Archaic statutes enacted to 
meet situations of half a century ago 
should give way to non-discriminatory 
provisions recognizing the public in- 
terest in utility investment and placing 
these public utilities on a fair competi- 
tive basis in the money market. 

Customer ownership should be en- 
couraged in every way, not entirely 
because it is a source of capital, but 
because it constitutes the simplest 
form of actual public ownership and 
because the reciprocal responsibilities 
of customers and utility management 
will thus be emphasized. 

The tendency during abnormal times 
growing out of the war was to seek 
a remedy for every unfavorable condi- 
tion through legislation. Commissions, 
like other boards or administrative 
bodies, are established in compliance 
and to comply with the law and con- 
stitutional principles. When, as some- 
times happens, serious questions arise 
as to the proper course of administra- 
tion, such boards or commissions should 
welcome judicial review and interpre- 
tation, and if in the course of an or- 
derly procedure in court for the pro- 
tection of constitutional rights it shall 
appear to interested parties that tech- 
nical or unreasonable rules of evidence 
are applied believed to be prejudicial, 
the remedy is not by legislation but by 
having such rules of evidence duly 
passed upon by the courts after fair 
presentation. This government, our 
institutions, our most highly prized 
rights, are dependent upon the con- 
stitutional and legal provisions for the 
protection of everybody. Any attempt 
to change or interfere with the orderly 
and due processes of courts in maintain- 
ing such rights is aimed at the liberties 
of the people. 

Problems of regulation are coming 
to be better understood, and commis- 
sions and courts are breaking away 
from such doctrines as theoretical loss 
in value through so-called depreciation 
and the arbitrary cutting down of 
legitimate investment for the purpose 
of meeting a theoretical loss in value 
having no relation to cost of retire- 
ment and that will never occur, which 
cutting down of investment can only 
add to any possible difficulty of meet- 
ing any loss in retirements if it should 
occur. 


It is to be hoped that the uni- 
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form system of accounts proposed by 
the National Association of Railway 
and Utility Commissioners may be 
generally adopted and become the 
basis of a more uniform and fair treat- 
ment of such questions. Another error 
that is sometimes made is in treating 
“investment” as though it were 
synonymous with “original cost,” the 
latter term meaning original cost of 
physical property still existing. Often 
“Investment” and “original cost” may 
mean the same thing, but sometimes 
they may be materially different. In- 
vestment may be absolutely necessary, 
especially in the earlier years of enter- 
prise which represents something be- 
side the original cost of tangible prop- 
erty. Most of the commissions have 
recognized this fact, though no general 
rule seems to be possible, and the com- 
missions, it seems to me, rightly scru- 
tinize claims of this nature with care, 
recognizing such claims only where 
equity pretty clearly calls for that 
treatment. 


Iowa Association Summer 
Meeting 


HE summer meeting and outing of 

the Iowa Electric Railway Associa- 
tion will be held at the Inn Hotel, Lake 
Okoboji, Iowa, on June 20. previous to 
the sessions of the Iowa Section of 
the National Electric Light Association, 
and not following them on June 23, as 
was initially announced. The Towa 
railway men will hold a separate ses- 
sion on Tuesday morning, June 20, and 
in the afternoon will meet in a joint 
session with the electric light men. The 
Iowa Section of the N.E.L.A. will hold 
sevarate sessions on Wednesday, 
Thursday and Friday mornings, June 
21 to 23 inclusive. The afternoons of 
these three days will be left vacant for 
entertainment and recreation of the 
delegates and their guests. 

The tentative program arranged for 
Tuesday morning, June 20, is as fol- 
lows: 

A paver on “Thoughts on Inspection” 
by P. H. Diehl, Railway Audit & In- 
spection Company, Chicago. The fol- 
lowing subjects will then be discussed: 
Fare schedules for street railways; one- 
man cars; motor vehicle transporta- 
tion; regulation of rail and motor 
vehicle transportation; motor vehicle 
transportation on the public hiehways. 

At the joint afternoon session with 
the Iowa Section, N.E.L.A., June 20, 
papers or addresses will be presented 
as follows: 

“The Preparation of a Valuation for 
Rate-Making Purposes,” by L. R. King, 
appraisal engineer United Light & 
Railways Company, Davenport, Iowa; 
“Valuation of Public Utility Property, ” 
by H. M. Engh, American Appraisal 
Company, Milwaukee, Wis.; “Group In- 
surance for Employees, ? iy Peter F. 
Bouquet, Metropolitan Life Insurance 
Company of New York, St. Louis, Mo.; 
“Customer Ownership of Public Utility 
Securities,” by H. E. Weeks, United 
Light & Railways Company, Daven- 
port, Iowa; Dwight N. Lewis, chairman 


Decisions Affecting Public Utilities in 
Iowa,” by John A. Reid, Iowa Railway 
& Light Company, Cedar Rapids, Iowa; 
William Chamberlain, United Light & 
Railways Company, Cedar Rapids, and 
George A. Lee, Continental Gas & 
Electric Corporation, Omaha, Neb. 
These will be followed by a report of 
the Iowa Committee on Public Utility 
Information by F. J. Hanlon, chairman 
governing committee, Mason City, and 
Joe Carmichael, director, Des Moines. 


New Hampshire Street Railways 
and Power Developments 


N INTERESTING address on the 

development of street railways 
and electric power systems in New 
Hampshire was presented at the Man- 
chester meeting of the New England 
Street Railway Club on May 25 by 
Frederic E. Webster, vice-president and 
treasurer Massachusetts Northeastern 
Street Railway, Haverhill, Mass. 

According to Mr. Webster, the pres- 
ent electric railways in New Hamp- 
shire, with 240 miles, represent the 
outgrowth of lines started as horse 
railroads, among them the road in Man- 
chester chartered in 1864, and he de- 
clared that a great deal of credit is 
due to the street railway pioneers of 
the sixties, seventies and eighties for 
their public spirit in going ahead with 
these charters. The first electric rail- 
way in the state was the Dover, So- 
mersworth & Rochester, chartered in 
1889 and open for business Aug. 8, 
1890. 

The early street railways were con- 
structed by men who were residents 
of the towns in which they were lo- 
cated. They had in view the develop- 
ment of these towns more than the net 
earnings of the road and each stock- 
holder took as many shares as he 
thought he could afford. 

The first report of the railroad com- 
mission in New Hampshire was issued 
in 1884, when the mileage of horse rail- 
roads in the state was 12.68. By 1892 
there was an awakening as to the part 
that street railways would play in the 
growth of a community. At that time 
there were five roads in the state. By 
1896, 60 miles were in operation by 
seven companies. None of the com- 
panies in that year made any allowance 
for depreciation and only one paid a 
dividend. In 1902 the “Lovell System,” 
the predecessor of the Massachusetts 
Northeastern Street Railway, was or- 
ganized to consolidate a number of the 
existing properties and build others. 

The speaker referred by name to 
some of the pioneers in street railroad- 
ing, including E. C. Foster, J. Brodie 
Smith, Wallace D. Lovell, David A. 
Belden, Franklin Woodman, Ralph D. 
Hood and Arthur W. Dean. He also 
spoke of several of the early railroad 
commissioners, and reminded his hear- 
ers that Moses Gerrish Farmer, born 
at Boscowen and educated at Andover 
in New Hampshire, constructed the 
first electric locomotive. 
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HE Central Electric Railway Asso- 
4 ciation has prepared the following 
program for its summer meeting on 
June 25-30, to be held on the S.S. 
South American, while cruising the 
Great Lakes. 


SUNDAY, JUNE 25 


3:30 p.m.—Song service for children 
in grand salon. 

7:30 p.m.—Address by J. A. Mc- 
Gowan, secretary - treasurer Terre 
Haute, Indianapolis & Eastern Trac- 
tion Company. 


TUESDAY, JUNE 27 


9:30 a.m—Meeting of directors of 
the Engineering Council. 

10:30 a.m.—Meeting of the executive 
committee. 

2:30 ».m.—Committee reports as fol- 
lows: 

“Auto Transportation,” by Zenas W. 
Carter, the White Company, Long 
Island City, N. Y., followed by discus- 
sion. 

“The Weekly Pass,” by S. W. Green- 
land, vice-president and general man- 
ager Indiana Service Corporation, Fort 
Wayne, Ind., followed by discussion. 

“Development of Interurban Freight,” 
by Bert Weedon, traffic manager Inter- 
state Public Service Company, Indian- 
apolis, Ind., followed by discussion. 


WEDNESDAY, JUNE 28 


2:30 p.m.—Program in charge of the 
Engineering Council, as follows: 

Report of the chairman, by Harry 
Reid, president Interstate Public Sery- 
ice Company, Indianapolis, Ind. 

Reports of sectional directors—East- 
ern section, by P. V. C. See, super- 
intendent equipment Northern Ohio 
Traction Company, Akron, Ohio; north- 
ern section, by E. B. Gunn, superin- 
tendent transportation Western Ohio 
Railway, Wapakoneta, Ohio; western 
section, by A. Schlesinger, superintend- 
ent substations and distribution Terre 
Haute, Indianapolis & Eastern Trac- 
tion Company, Indianapolis, Ind.; 
southern section, by W. A. Coleman, 
superintendent and master mechanic 
Dayton & Western Traction Company, 
Dayton, Ohio. 

“Current Saving Devices on Cars,” 
by Frank H. Miller, vice-president 
Louisville Railway, Louisville, Ky., fol- 
lowed by discussion. 

“Metals for Car and Power House 
Bearings,” by H. H. Buckman, United 
Lead Company, New York City, fol- 
lowed by discussion. 


THURSDAY, JUNE 29 


2:30 p.m.—‘Gear Economies Through 
New Tooth Shapes,” by E. S. Saw- 
telle, assistant general manager the 
Tool Steel Gear & Pinion Company, 
Cincinnati, Ohio, followea by discus- 
sion; “Light-Weight Interurban Cars,” 
by F. E. Wynne, Westinghouse Elec- 
tric & Manufacturing Company, East 
Pittsburgh, Pa., followed by discussion; 
“Comments on Car Ventilation,” by 
W. McK. White, president White Man- 
ufacturing Company, Goshen, Ind., fol- 
lowed by discussion. 


—— 
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Recent Happenings in Great Britain 


Peace in the Tramway Industry — Company Buses and 
Municipal Tramways—Track Renewal Troubles 
(From Our British News Representative) 


HE National Joint Council for the 

tramway industry has been in- 
formed that the new agreement as to 
working hours, particulars of which I 
gave a month ago, has been accepted 
by the parties concerned. There was 
no dissentient among the municipal 
tramway authorities, and a conference 
of tramway. companies had recom- 
mended the adoption of the agreement, 
The employees by a majority had also 
accepted it. There is thus now no gen- 
eral matter in dispute between em- 
ployers and employed in the British 
tramway field, though of course local 
disputes may arise from time to time. 
The National Joint Council is to be 
congratulated on the result of its efforts. 


Tramways Association 
Considers Buses 


It may be recalled that some time 
ago the Municipal Tramways Associa- 
tion became concerned over a power 
evidently given by the Roads Act, 1920, 
to the Minister of Transport to author- 
ize companies to run buses against the 
wish of municipalities and it might be 
in competition with municipal tram- 
ways. A case in point is now reported 
from Newport, Monmouthshire. The 
Town Council there works a tramway, 
while a company called the South Wales 
Commercial Motors, Ltd., runs buses 
between Newport and Chepstow, a dis- 
tance of 20 miles. The company applied 
to the Council for licenses to run buses 
within the borough of Newport, and the 
Council refused to grant the licenses. 
The company, thereupon, under the 
Roads Act, appealed to the Ministry 
of Transport. After the Minister had 
considered the case, he informed the 
Town Council that he was of the 
opinion that reasons given by the 
Council did not justify its decision to 
refuse to grant licenses to the company 
to run its interurban bus service into 
the center of the borough. The Minis- 
ter considered that the licenses should 
be granted on conditions and that the 
Council should issue the licenses. 


Cost of Living 
Index Down 


It would appear the company has a 
good case for the limited service pro- 
posed within the borough. In other 
towns in England a similar arrange- 
ment exists, and the ‘Town Councils 
can, if they think it necessary, protect 
their local tramway services by provid- 
ing that the buses shall charge higher 
fares than the tramcars for journeys 
begun and ended inside the borough, 
or that there should be no picking up 
by the buses in the borough on the in- 
ward journey and no setting down on 
the outward. 

In consequence of a further fall in 


the cost of living index figure to 82 per 
cent above August, 1914, British tram- 
way employees in the beginning of 
May suffered a further reduction in 
wages of 2s. a week, making the total 
reduction from the peak limit 10s. a 
week. 

The Manchester City Council has 
approved a recommendation by the 
tramway committee for a reduction of 
fares by increasing the length of the 
penny stages from 14 miles to 1% miles. 
This is a reversion to the charges 
before the last increase was made, and 
for the present is regarded as ex- 
perimental only. 

The Wolverhampton municipal point 
of view as to reductions in fares is 
interesting. The Town Council has 
agreed to reduce the present 2d. min- 
imum tramway fare to 1éd., though 
the manager estimates that the reten- 
tion of the 2d. minimum would pro- 
duce a credit balance of £8,438 and that 
the substitution of the 14d. minimum 
will result in a deficit of £3,562. The 
reason advanced for reducing the fare 
is the over-riding necessity to make 
every possible contribution to a fur- 
thur fall in the cost of living. 


Track Renewals 
a Problem 


The Town Council of Croyden is in 
difficulties over the question of the re- 
newal of its tramway tracks, which are 
badly worn. Croyden is a large borough 
lying to the south of London and there 
are buildings practically all the way 
between the metropolis and Croydon. 
The main London and Brighton public 
road passes through the borough and 
forms the main street in it, along which 
the principal tramway route runs, and 
is continued south to Purley. The 
London County Council Tramways ex- 
tend as far south as the northern end 
of the Croydon tramways. Along this 
great thoroughfare there is a large 
traffic of buses and other heavy auto- 
mobiles which help to wear out the 
tramway tracks. 

The Town Council recently received 
a report on its tramway undertaking 
by James Dalrymple, general manger 
of Glasgow Corporation Tramways, and 
R. J. Howley, M. Inst. C. E. The report 
states that to reconstruct the present 
system and to continue to work it as 
hitherto would result in a net loss to 
the rate payers of about £18,000 a year. 
They cannot recommend railless trolley 
buses as suitable to the conditions. 
Motor bus powers within the borough 
would only be useful in substitution of 
local services which are reasonably prof- 
itable. They do not think powers cou'd 
be obtained to work buses outside the 
borough. The tramway service through 
Croydon to Purley should be a through 
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service from London and could best 
be given by the London County Council 
Tramways. Should this arrangement 
be carried out, the suggestion is made 
that the Town Council close its under- 
takings and arrange for the working of 
the local services by the London County 
Council or the South Metropolitan 
Tramways. Should through running 
not be arranged with the London 
County Council, it is suggested that 
negotiations be opened with the Lon- 
don Underground group to provide an 
adequate service of buses between Lon- 
don and Purley, the local services to 
be worked by the South Metropolitan 
Company. Any arrangement should be 
on the basis that the rental paid should 
free the Council from cost in respect 
of maintenance and capital charges. 
Under different schemes, deficits on 
working are estimated. 


Tenders Invited for 
Tramway Material 


For the purpose of obtaining certain 
classes of tramway stores, materials, 
etc., the practice of the highways com- 
mittee of the London County Council is 
to invite tenders from selected firms. 
In this connection the committee has 
announced that it will not at present 
include the names of foreign firms in 
the selected lists of tenders. In cases, 
however, where there is reasonable 
ground for believing the tenders are 
not being submitted on an independent 
basis and that advantage is being taken 
of the limitation to British firms, the 
committee will not hesitate to invite 
tenders by advertisement. In that case 
foreign firms will be at liberty to tender 
equally with British firms. 

The Leeds City Tramways, though a 
large and well managed undertaking, 
is not yet restored to a very prosperous 
condition. The total revenue for the 
year ended March 31 last was £959,703, 
being a decrease of £35,934 compared 
with the previous year. As there was a 
reduction in the mileage run, however, 
the receipts per car mile of 24.695d. 
showed an improvement of 1.215d. per 
car mi'e. The working expenses were 
£702.250, being a decrease of £27,095. 
Thus the gross surplus was less than 
£9 000. The working expenses equaled 
18.07d. per car mile, an increase of 
0.87d. After allowing for capital 
charges, income tax, permanent way 
renewals, etc., there was a deficit of 
£43.266. against a surplus in the pre- 
vious year of £5,622. 


Directors Recommend 
5 per Cent Dividend 


The report of the directors of the 
English Electric Company for 1921 
shows that the net profits were £317,- 
423. After deducting preference divi- 
dend and interest, there remains an 
available balance of £168.852. The 
directors recommended a transfer to 
reserve of £60.000 and a dividend on 
the ordinary shares of 5 per cent (less 
tax), leaving £55,599 to be carried 
forward. A year ago the dividend on 
the ordinary shares was 8 per cent. 
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FINANCIAL AND CORPORATE 
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Strike a Political Issue 


Men in Employ of New Brunswick 
Power Company Carry Their Fight 
Against Road to the Public 


Strikes that continue for a year are 
unusual. There has been one up at St. 
John, N. B., that has extended almost 
this long. This is true, however, only 
technically, for so far as the New 
Brunswick Power Company is con- 
cerned the efforf of the employees to 
tie up operations failed and has become 
a thing of the past. The strike remains 
as an issue in political circles, however. 
It is for this reason alone that a recital 
of the facts is of interest. 

About a year ago the New Bruns- 
wick Power Company announced its 
intention of converting the rolling stock 
for one-man operation. The motormen 
and conductors protested. The case 
was taken before the City Council by 
the union among the railway men, but 
the Council after an inspection of the 
rolling stock decided not to forbid the 
conversion of the cars and their opera- 
tion by one man. 


OFFICIAL REMAINS FIRM IN STAND 


The motormen and conductors threat- 
ened to strike if the one-man cars were 
placed in operation. General Manager 
Thomson remained firm in his determi- 
nation to operate one-man cars and in- 
structed employees who were unwilling 
to operate such cars to turn in all para- 
phernalia belonging to the company. 
The carhouse was placed under guard 
and no motorman or conductor was 
permitted on the property unless he was 
willing to operate a one-man car. This, 
however, was not the only issue involved 
in the controversy. On June 4 the 
agreement of the company with the 
union expired. The company gave the 
usual thirty days’ notice that it did not 
intend to renew the agreement. Nu- 
merous consultations. and meetings 
were held in an effort to institute a 
working agreement, but all of these 
failed. The company desired to reduce 
wages from 10 to 20 per cent. This 
phase of the controversy was referred 
to in the ELectric RAILWAY JOURNAL 
for Aug. 6, 1921, page 217. 

The company styled the situation a 
strike and the men termed it a lock- 
out. Anyway, cars were not operated 
for a week. In a few days many jitneys 


were in operation in St. John and in the 
suburbs. 


JITNEY COMPANY ORGANIZED 
IN OPPOSITION 


Several of the old motormen and con- 
ductors remained at work and in a week 
service was restored on the railway. 
Traffic fell off to practically nothing. 
The former railway employees, rein- 


forced by men employed at the power 
plants, gas works and in the mainte- 
nance department, all of whom also 
went out, organized a jitney company. 
Sixteen trucks were bought and placed 
in operation on lines paralleling the 
railway, but the rigorous northern win- 
ter soon created havoc with the trucks. 

Meanwhile traffic on the street rail- 
way had started to improve and by 
Jan. 1 it was back to normal. For the 
most part the men imported from 
Montreal and Toronto and from near-by 
towns were being used to operate the 
cars, although about fifteen of the 
strikers returned to work. 

The strikers are still very active 
against the company. When the com- 
pany sought to gain control of the 
hydro-electrie current from the new 
station at Musquash, erected by the 
Provincial Government, the former em- 
ployees fought this strongly. At the 
polls Mayor E. H. Schofield, who advo- 
cated’ handing over the distribution of 
the current in St. John to the company 
for a period of at least two years, was 
badly beaten recently by H. R. McLel- 
lan, who advocated civic distribution of 
the current from Musquash. The 
striking motormen and _ conductors 
worked for many months to defeat the 
efforts of the power company. 


High Scale Being Demanded 


Electric railway employees of the 
tricities, Davenport, Iowa, and Rock 
Island and Moline, Ill., are asking a 
top scale of 68 cents an hour as the 
new rate to take effect on June 1, when 
the present contract expires. The top 
scale is now 55 cents an hour and the 
operation in the tricities is entirely 
under the one-man system. It is re- 
ported that the Tri-City Railway will 
refuse to pay the increase demanded 
and will insist on a reduction of at 
least 5 cents an hour. The respective 
plans of the two sides in regard to the 
new scale, however, have not inter- 
rupted friendly relations and both sides 
are confident of arriving at an agree- 
ment without a break in negotiations. 
So far minor working conditions have 
been considered. 

Negotiations are being conducted 
separately with the men of Illinois and 
with the men from the Iowa lines. The 
scale and the working conditions, how- 
ever, will be identical. The men at first 
asked for a five-year contract, urging 
that the reopening of the wage question 
annually would do neither side any 
good and suggesting that a long term 
agreement would be most satisfactory 
to each. This demand has been refused 
by the Tri-City Railway, which will 
insist on holding to the old contract 
length, one year. 


James Forrest Lecture 


Whole Field of British Transport Is 
Covered by Sir John Aspinall 
Before Civil Engineers 


Sir John Aspinall, formerly engineer 
and general manager of the Lancashire 
& Yorkshire Railway, on May 2 deliy- 
ered the annual “James Forrest” lec- 
ture in connection with the Institution 
of Civil Engineers. In this he ranged 
over the whole field of British trans- 
port, and also made references to other 
countries, and dealt largely with condi- 
tions of steam railway workings and 
traffic. 

In reference to the forthcoming 
amalgamation (under the provisions 
of the Railways Act) of the London 
& South Western, the London, Brighton 
& South Coast and the South Eastern 
& Chatham Railways, he made an in- 
teresting suggestion as regards Water- 
loo Station, the London terminus of 
the London & South Western Rail- 
way, which is used both by the long- 
distance steam trains and by the sub- 
urban electric trains. He said that this 
station could be made the point of 
departure and arrival for Continental 
services of the three railways, provided 
that the electric services now running 
into the station could be accommodated 
elsewhere. 

It was very generally admitted that 
these local services would be much 
better dealt with by an arrangement 
of lines ending in a loop, so that there 
would be no crossing of incoming 
and outgoing trains. In regard to the 
extension of electric working to main 
line traffic, he had no hesitation in 
saying that there were numerous cases 
in Britain where expenditure under 
this head would be found most remu- 
nerative, especially for traffic trans- 
porting goods. 

In reference to the question of traffic 
in London Sir John said that notwith- 
standing the great capacity for han- 
dling traffic possessed by the most mod- 
ern omnibuses, mainly over very short 
distances, the extension of railway facil- 
ities for London was an urgent neces- 
sity. 

The capacity of a tube train carrying 
400 or 500 people, with such trains 
succeeding one another at intervals of 
about 14 minutes, was required to deal 
with the rush of travelers morning and 
evening, most of whom were showing 
more and more desire to get well out 
of London. 

He would not despair of some first- 
rate scheme being adopted for future 
gradual development, if it were in the 
first instance considered by a strong 
committee of those engaged in handling 
London traffic, and then legalized with 
a view to its being financed and earried 
out in sections. 
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Dishonest Conductors Caught 


Device in Fare Box Traps Conductors 
Who Are Caught in the Act 
of Stealing 


Two conductors on the Municipal 
Railway, San Francisco, Cal., who were 
suspected of stealing from fare boxes 
were recently caught red-handed in a 
trap set by officials of the road. The 
trap involved the use of a device placed 
in the fare box in such a way that 
once the box was opened it could not 
be reassembled. Both men _ pleaded 
guilty and told how details of the 
plan, involving other conductors and a 
car dispatcher, were arranged and 
carried out. 

The original suggestion of dishonesty, 
it is alleged, came from the dispatcher. 
He is said to have recommended to 
two conductors assigned to the last runs 
at night that they leave money in the 
fare box above the registering device 
' when turning in the fare boxes at 
the end of their runs. This money 
would not show on the register and 
could be taken by the dispatcher when 
he made his nightly round of inspection 
to remove from the fare boxes the 
pennies, etc., that would not go 
through the registering device. 


METHOD EXPLAINED 


After collusion on this score the con- 
ductors felt that the dispatcher would 
not dare to expose them for tampering 
with the fare box seals and proceeded 
to take money themselves. To avoid 
detection in this they allowed coins 
to accumulate in the fare box above the 
registering device, whence they. re- 
moved them at the outer ends of their 
run after forcing open the boxes. 

The fare boxes used on this system 
are of the type in which the interior 
of the box is accessible when the bolt 
which holds the mechanism in place is 
removed. This bolt is fastened with a 
lead seal impressed on twisted wires. 
After forcing this seal off the wires 
with pincers the conductor opened the 
box, removed the cash and after put- 
ting the box together again pinched the 
same lead seal back on the wires. 

The two conductors were in the habit 
of doing this once each night immedi- 
ately after the evening rush hour and 
at the end of the line, where there 
were ordinarily no passengers on the 
cay. Except for this rush hour de- 
falcation, other fares going into the box 
were registered by turning the handle 
as usual. In making their daily reports 
at the carhouse the men arranged their 
records so the fares which they had 
actually registered were distributed 
over all trips in accordance with the 
usual traffic variations, thus making it 
possible for each man to take several 
dollars a day without making any 
suspicious entry in the trip records. 

The trap set to catch the dishonest 
conductors consisted of a pair of lugs 
attached to the inside of the fare box 
in such a way that when the bolt was 
removed the lugs sprung into the bolt’s 
passage-way and prevented its being 
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returned to place in the usual manner. 
When the trap was set both men 


Relief Sought from Paving 


were caught in the act on the same Officials of Charleston Property Claim 


evening, both pleaded guilty and were 
given suspended sentences of six 
months. It was not considered worth 
while to prosecute the case against the 
other employees 
were simply discharged. 

The plan of detection was devised by 
the superintendent of the San Francisco 
Municipal Railway, who personally ap- 
prehended the conductors. The master 
mechanic developed the device which 
was used as a trap in the fare box. 


Philadelphia Wages Cut 


The Philadelphia (Pa.) Rapid Transit 
Company has announced a new maxi- 
mum wage rate, effective June 1, of 62% 
cents an hour for surface motormen 
and conductors. This is a reduction of 
14 cents an hour, the present rate be- 
ing 64 cents. Elevated railway motor- 
men and guards are also reduced and 
way department and shop men are cut 
1 cent an hour. The co-operative plan 
for collective bargaining of the Phila- 
delphia Rapid Transit Company pro- 
vides as a basis for determining wages 
the average of wage scales of street 
railway companies in Chicago, Detroit, 
Cleveland and Buffalo. The present re- 
duction on Philadelphia Rapid Transit 
lines is in conformity with the wage 
decrease of the Cleveland Railway. 


Wage Matter Goes to Arbitration 


An agreement was signed at New 
Haven, Conn., on May 29 submitting to 
arbitration the wage differences of the 
Connecticut Company trolley men with 
the company. Judge J. K. Beach, 
Joseph F. Berry, counsel for the Con- 
necticut Company, and James H. 
Vahey, Boston, representing the trol- 
ley men, will constitute the arbitration 
board. Officers of the local association 
of the trolley men’s union have ex- 
pressed satisfaction over the personnel 
of the board. At present, men em- 
ployed more than one year by the com- 
pany receive a maximum of 55 cents 
an hour and the new scale offered by 
the company, but rejected by a heavy 
vote, calls for a scale of 50 cents. 


Wage Scale Will Continue 


The current wage scale of Evansville, 
Ind., street car and interurban motor- 
men and conductors will be continued 
for the year beginning June 1, accord- 
ing to announcement of officials of the 
Southern Indiana Gas & Electric Com- 
pany. The scale for two-man city cars 
in cents per hour is as follows: 
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Fifth year 
Operators of one-man city cars 4 cents an 
hour additional. 
Interurban conductors and motormen, 2 
cents an hour more than two-man city scale. 


The current agreement, which was 
negotiated last year, represents a re- 
duction of 9 cents an hour from the 
wartime peak. 


Paying Obligations Unfair—Rail- 
way Not Making Expenses 


The City Council of Charleston, 
S. C., has been asked by the Charles- 


involved and they- ton Consolidated Railway & Lighting 


Company to be relieved of that part of 
its franchise which requires the cor- 
poration to pave between its tracks 
and for 3 ft. on each side. It is con- 
tended that the conditions which 
caused this provision have changed 
and that it is no longer fair for a rail- 
way to be required to pay such a 
heavy toll. 

The petition recites that although 
the railway during 1921 failed by 
$29,820 to meet its operating expenses, 
it paid-in city and county taxes the 
sum of $44,875 and that, in spite of 
discouraging conditions, the corpora- 
tion strived to improve its equipment. 
It is recited that the recent Meeting 
Street paving improvements cost the 
company $99,300, $41,500 for the pav- 
ing and $57,800 for roadway improve- 
ment made necessary by the paving. 

The company says that a forecast 
of the future indicates that the opera- 
tions of the year 1922 will result in an 
operating loss, due not so much to 
temporary business depression as to 
the actual decrease in the number of 
riders, occasioned by the large num- 
ber of private automobiles. 

It is explained that while the com- 
pany is in thorough accord with the 
improvement program now being car- 
ried on, it finds itself in an unfortunate 
position, in that the proposed improve- 
ment involves the expenditure, and 
consequent future financing, of an 
amount conservatively estimated at 
$358,000 by a railway which is not 
making its operating expenses—an 
expenditure which will in no way in- 
crease its operating revenues, but will 
entail an indebtedness az fixed-charge 
of that sum on the company. 

ACTUAL PAVING Cost $237,000 


Of this sum $237,000 is the estimated 
cost of the actual paving, while the 
remaining $121,000 represents the low- 
est possible cost of preparing the 
roadways for paving, assuming that 
the company utilizes all the existing 
rails and materials now in reasonably 
good shape. This paving charge pro- 
vides paving a second time streets in 
which there now exists paving paid for 
by the company in the amount of 
$73,094. 

The company says that the petition 
is made in the hope that there may be 
worked out an_ equitable situation 
under which it can continue, in these 
changing times, not only to render 
service to the people of Charleston but 
to meet the demand for extended facil- 
ities and improved service which will 
be made upon it as the city grows and 


develops. 
In asking earnest consideration of 
the petition, the company says it 


stands ready to furnish the city with 
any facts or figures at its command 
in regard to railway operation. 
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Railway Experiments With 
Radio Telephone 


Possibility of using the radio tele- 
phone so that the crew of a traction 
car equipped with a standard wireless 
set may be in constant communication 
with the dispatcher while standing or 
running has been demonstrated by Fred 
C. Manson, superintendent of distribu- 
tion of the Monongahela Power & Rail- 
way Company, Fairmont, W. Va. Ex 
periments made indicate that it is pos- 
sible to use the trolley wire for the 
antenna, or to employ the system 
termed “wired wireless.” Mr. Manson 
declares that he has carried his experi- 
ments far enough to believe that it is 
now possible to equip cars with stand- 
ard sets, augmented by some special 
apparatus, and make continuous com- 
munication practical, 


“Co-operative Courtesy, Mutual 
‘\ Helpfulness Will Improve 
Service” 


“The Wayfarer and the Fare” should 
be an inspiration to every employee 
of the Grand Rapids (Mich.) Railway. 
It is an attractive fifteen page book- 
let—the work of L. J. DeLamarter, 
vice-president and general manager of 
the Grand Rapids Railway. It empha- 
sizes and brings home to every employee 
his responsibility in the successful oper- 
ation of the railway—selling a real 
service. He tells the men not to add 
to the problem of the company by giv- 
ing a wrong impression regarding the 
company’s aims. In part he says: 

If you cannot get “in tune” with the 
street railway company, if you are not in 
sympathy with it. you do yourself a great 
injustice by remaining on its pay roll. 
The money you receive for services which 
you cannot render with a free will and whole 
heart will never do you any good. 

Cheerfulness in the performance of 
duty he considers of utmost importance 
in increasing the number of friends 
for the company and for the men them- 
selves. In conclusion he says: 


No matter what your philosophy may be, 
or how you regard the public or your 
particular position in the Grand Rapids 
Railway, let us all unite on our motto and 
keep it before ourselves and those we aim 
to serve and agree with Lincoln that “angels 
can do no more.” 


No Referendum on Akron Grant 


The City Council of Akron, Ohio, on 
May 23 rejected the ordinance calling 
for a referendum vote on the two-year 
5-cent fare franchise recently granted 
to the Northern Ohio Traction & Light 
Company. City Law Director H. M. 
Hagelbarger explained to Council that 
through a mistake of the city legal de- 
partment it had been publicly announced 
that following Council’s decision on May 
23 the citizens of Akron would them- 
selves have thirty days more in which 
to circulate referendum petitions if they 
desired. He said that a supreme court 
decision bearing on the case requires 
popular referendum petitions to be cir- 
culated in accordance with the state con- 
stitution instead of under city charter 
rules. The state law stipulates that the 
petitions, which in this case must carry 
4,000 names must be filed with the coun- 


cil clerk within thirty days after the 
passage of the ordinance upon which the 
vote is to be taken. This thirty-day 
period has already expired. 


Get-Acquainted Gathering 

On April 20 the East St. Louis 
(ill.) Railway held a “get-acquainted 
gathering” on the fourth floor of the 
office building. In addition to depart- 
ment heads and transportation super- 
visors W. H. Sawyer, president of the 
company, sent an invitation to all con- 
ductors and motormen personally com- 
mended by him during the year. All 
the men in the company who were in- 
vited were requested to bring with them 
some member of their family or some 
particular friend. An entertainment 
started promptly at 8 o’clock, but Mr. 
Sawyer expressed the hope that the 
men would be able to get there before 
that time so that he might have the 
opportunity of personally welcoming 
them. 


Radio May Make Possible More 
Efficient Use of Line Crews 


Rather successful experimenting has 
been done by H. M. Gould, electrical 
engineer Department of Street Rail- 
ways, Detroit, Mich., looking toward 
the possibility of equipping line cars 
and trucks with radio receiving seis 
so that the main office may keep in 
communication with the crews. 

The study is being made because of 
the obvious advantage of being able to 
utilize the spare time of emergency 
erews for doing maintenance work. A 
Ford truck equipped for emergency 
line work was used to determine the 
possibilities of applying radio. It was 
fitted with an aerial 4 ft. square which 
worked most effectively when placed 
flat over the top of the truck roof. 
This aerial or antenna was made up of 
500 ft. of No. 14 bare copper wire with 
the turns spaced about 4 in. apart over 
the plane of the square. It was con- 
nected to the set by four taps taken 
off the aerial at equally distant points 
and connected in parallel. The frame 
of the truck was used as the counter- 
poise. The set comprised a two-stage 
amplifier with regenerative circuit, 
employing three “radiotron” UV-201 
G. E. tubes. This set was built by 
L. R. Wagner, assistant engineer. 

It was found possible to com- 
municate with the line crew when 7 
miles from the sending station. The 
set was found to be very noisy when 
the truck stood under the trolley wire 
or under the 23,000-volt a.c. line, 
though the interference was less under 
the latter than under the trolley line. 
Despite this noise in the receivers it 
was entirely possible to communicate 
orders to the crew. The problem of 
broadeasting orders was solved in this 
ease by the offer of the Detroit News 
to broadcast the message. The News, 
according to the law, ceases its news 
broadcasting for 2 minutes every 15 
minutes and it was during these inter- 
vals that orders to the crew were 
transmitted, during the experiments. 


Announces Petition for Rehearing 
Taxpayers’ Case 

Further interpretation of the Su- 
preme Court’s recent decision in the 
Fourteen Taxpayers case, to deter- 
mine the status of tax-supported de- 
partments which perform work for the 
Seattle (Wash) Municipal Street 
Railway, will be sought in a petition 
for a rehearing of the case, Corpora- 
tion Counsel Walter F. Meier an- 
nounces. The statement came in a 
legal opinion Mr. Meier gave to Chair- 
man Oliver F. Erickson of the council 
utilities committee, regarding the 
segregation of accounts of the law, ac- 
counting and purchasing departments 
as to expenditures made in behalf of 
the street railway. Until a further 
interpretation of the court’s meaning 
is obtained Mr. Meier said, he takes 
the view that the city is not enjoined 
from paying for the railway’s legal, 
accounting and purchasing work out of 
the general fund. 

Mr. Erickson’s request for an opin- 
ion arose out of Mayor Hugh M. Cald- 
well’s announcement that unless the 
expenditures of the tax-supported de- 
partments for the railway are segre- 
gated so that they may be paid out 
of the railway receipts, he will not 
approve the salary and appropriation 
ordinances for the May 25 disburse- 
ments. 


Court Reduces Chicago Fare 


The Federal District Court on June 1 
ordered a reduction in fare on the Chi- 
eago Surface Lines from 8 cents to 7 
cents cash, or three tickets for 20 cents, 
effective June 15. No detail decision 
giving reasons for the action was ren- 
dered. A formal order is to be issued 
later. 

The three judges sitting on the appeal 
were not unanimous in granting the 
interlocutory injunction against the 
6-cent fare ordered by the Ilinois Com- 
merce Commission. Judge Geiger held 
that the injunction should not be 
granted, which presumably means that 
he did not consider a 6-cent fare con- 
fiscatory. Judges Page and Evans fa- 
vored the injunction only on condition 
that the fare be made 7 cents with 
the reduced ticket_rate. The question 
of a permanent injunction will be next 
in order before the court. Attorneys for 
both the city and railway hold that 
the Federal Court had no power to fix 
rates. The sequence of events has been 
a 5-cent fare order, enjoined by the 
court; a rehearing and a new order for 
6 cents, with a new appeal by the 
company. 


Wage Conferences Started—Negoti- 
ations have begun between the Berk- 
shire (Mass.) Street Railway and its 
employees relative to a new wage 
schedule to replace the present scale 
expiring June 1. The pay is now 53 
cents an hour for a nine-hour day. It 
is stated the men seek an increase, 
while the company desires to reduce 
the rate. A year ago a reduction of 
10 per cent was instituted. 


June 3, 1922 


ELECTRIC RAILWAY JOURNAL 


911 


Service-at-Cost Grant Held to 
Be Illegal 


The Third District Court of Appeals 
on May 22 reversed the judgment of 
the Common Pleas Court which had 
held legal the year-old service-at-cost 
franchise in Findlay, Ohio. 

The new grant, passed in February, 
1921, increased fare and relieved the 
Toledo, Bowling Green & Southern 
Traction Company from paving be- 
tween its tracks. 

Attorney George H. Phelps attacked 
the new grant on the ground that 
Council exceeded its authority in creat- 
ing a railway commission named by 
the Mayor, which regulates service and 
supervises the system finance. The 
company’s counsel announced that the 
case will be appealed immediately to 
the Ohio Supreme Court. 

The service-at-cost franchise in Find- 
lay, which the court held to be illegal, 
was contested on the ground that it 
conflicted with Section 3771 of the state 
code. This section forbids city councils 
to relieve street railway companies. of 
any of the obligations under existing 
franchises. 

The Findlay service-at-cost franchise, 
adopted in 1919, had been superimposed 
on one granted in 1915, which was for 
a term of twenty-five years. 

Under the 1915 Findlay franchise the 
company had been obligated to provide 
a 5-cent fare and to relay paving be- 
tween the tracks. The street railway 
commission of three, established under 
the new franchise, had allowed the fare 
to be increased to 10 cents cash or 
seven tickets for 50 cents. 

These acts of the Street Railway 
Commission were held to relieve the 
street railway company of its original 
franchise obligations and the court de- 
clared the Tayler mode of procedure, 
as applied to Findlay, illegal. 


Announces Wage Reduction 
of 12'4 per Cent 


The Board of Conciliation and Inves- 
tigation, appointed under the Industrial 
Disputes Act of Canada in April, 1922, 
to investigate a dispute as to wages be- 
tween the Ottawa Electric Railway and 
some of its employees, who are mem- 
bers of Division 279 of the Amalga- 
mated Association of Street Railway 
Employees, has made its report. The 
board has recommended a general re- 
duction of 124 per cent in wages and 
a continuance of the nine-hour day, 
leaving other working conditions as be- 
fore. This award has been accepted by 
the company. 

At a mass meeting held on May 27 
the men rejected the award, but this 
rejection apparently amounts to ac- 
cepting it under protest as there is no 
word of any further action on their 
part. 

The company on May 29 announced 
by bulletin the reduced scale of wages 
which for carmen is 48, 45, 46 and 48 
cents an hour for first, second, third and 
fourth year service. This represents a 
reduction of 7 cents an hour on the old 
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rates. A general reduction of 124 per 
cent has been put into effect in the 
other departments. 


Real Estate Association to Aid 
Trolley Fare Cut 


The California Real Estate Associa- 
tion through its transportation com- 
mittee has definitely decided to back 
an initiative amendment to the Cali- 
fornia State Constitution. In a state- 
ment issued by Guy W. Wolf, director 
of research for the association, it was 
shown that the “electric railways af- 
fected have given assurance that if 
they are relieved of some of the burdens 
of highway construction and mainte- 
nance they can operate at reduced fares 
and at a profit. Under these conditions 
California cities and towns can secure 
transportation they need and which 
they are unable to get so long as pres- 
ent conditions continue.” 

It was brought out in the statement 
that this proposed amendment is of 
direct importance to every real estate 
operator and property owner and that 
improvements and extensions in elec- 
tric railway service will mean not only 
increased business but will also add to 
the assessment roll of the communities 
affected as will result in materially 
decreased taxes. 


Railway Employees Make 
100 per Cent Showing 
in Basketball 


The basketball team representing the 
shops of the Reading Transit & Light 
Company, Reading, Pa., recently closed 
a successful season. Twenty-seven 
games were played and nineteen of 
them resulted in victories for the 
Reading Transit & Light shopmen, 
who scored 774 points to a total of 
664 for their opponents. The latter 
included some of the strongest semi- 
professional clubs in Reading and vicin- 
ity, where basketball is an unusually 
popular sport. 

It was the first season for the 
mechanical men on the basketball court, 
and they were late in starting. Most 
of the eight games that were lost were 
played early in the schedule, before 
the players had gained experience. All 
workers in the shops were invited to 
try for positions, and those who did not 
make the team were generous in sup- 
porting it. At the close of the season 
the members of the team were the 
guests of their fellow-workers at a 
banquet to celebrate their good record. 

Home games were played every 
Thursday night in the large recreation 
hall provided for Reading Transit & 
Light Company employees. There was 
always a large attendance. A number 
of contests were also played in nearby 
towns reached by interurban car lines. 

The team was made up of L. Heere 
and R. Whitman, forwards; L. Shrope 
and W. Dillon, centers; Captain Bier- 
bower, Beyerle, Madara and C. Meyer, 
guards; and H. KE. Aldrich, manager. 
The line-up will be unchanged next year. 
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News Notes 


Appointment Made.—It was recently 
announced that Homer Loring, chair- 
man of the trustees of the Eastern 
Massachusetts Street Raliway, has been 
appointed chairman of the transporta- 
tion committee of the Boston Chamber 
of Commerce. The place was formerly 
held by Stanley King, who resigned. 

City Seeks Suit Dismissal.—The city 
of New York in answer to the $30,000,- 
000 suit of the Brooklyn Rapid Transit 
Company for alleged failure to carry 
out obligations of the subway contract 
has sought a dismissal of the suit. The 
city charges the company with failure 
to carry out the contract and scores the 
company’s poor service and equipment. 

D. U. R. Offices Being Removed.— 
The general offices of the Detroit 
(Mich.) United Railway and allied com- 
panies are in the course of removal 
from the Detroit Interurban Building, 
Detroit, to new quarters in Traction 
Building, at Third and La Belle Avenues, 
Highland Park, Mich. The Interurban 
Station, Detroit, will remain at its 
present location. 

Rules Merger Is Legal.—The District 
of Columbia Commissioners have trans- 
mitted to Congressional committees 
considering the proposed merger of the 
two street railway companies in Wash- 
ington, an opinion of Corporation Coun- 
sel F. H. Stephens to the effect that the 
companies have under existing law the 
power to merge. The Public Utilities 
Commission of the District has con- 
curred in the opinion. There had been 
dispute as to whether there was suf- 
ficient authority under present law to 
permit the merger. 

New Publication Needs a Name.— 
With the temporary title of Wanted a 
Name? the forty-page monthly maga- 
zine of the Market Street Railways has 
been introduced to employees of the 
company, “of, by and for” whom it is 
published. F. J. Linforth is editor, and 
Charles C. Stech associate editor. Be- 
cause the purpose of the magazine, as 
the first editorial states, is to make the 
co-workers better known to each other, 
a large part of the issue is devoted to 
departmental and division news. The 
first issue bears a March date line. 

Bonus Goes to Many Men.—The re- 
sults of the first month of the bonus 
plan for employees of the Georgia Rail- 
way & Power Company, Atlanta, Ga., 
were very gratifying to the manage- 
ment. There were 564 trainmen who 
succeeded in having.a no-accident rec- 
ord for the month of April as well as 
a month without any infringement of 
company rules against their names, and 
to them a bonus of $3 was awarded. 
The purpose of the bonus primarily is 
to stimulate motormen and conductors 
to 100 per cent in carefulness in order 
to avert accidents. 
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Railway Corporation Will Pay 
Heavy Tax 


Street railway corporations and gas 
and electric light corporations of New 
Jersey will pay a total tax for the 
present year of $38,167,745 on their 
gross receipts. The tax takes the 
place of a personal property tax. The 
total for this year is an increase of 
$285,955 over the 1921 tax. It was 
levied against eighteen street railway 
companies and seventy-three gas and 
electric light corporations. It is en- 
tirely distinct from the franchise tax 
levied on the gross receipts of all util- 
ity corporations at the rate of 5 per 
cent for those companies having over 
$50,000 gross receipts and 2 per cent 
for those having less than $50,000 
gross receipts. Of the total tax, $2,584,- 
549 will be paid by the Public Service 
Corporation. The Public Service Rail- 
way will pay $911,238. 


Small Surplus Realized 


The report of the Christchurch Tram- 
ways, Christchurch, New Zealand, for 
the year ended March 31, 1921, shows 
a credit balance of £885 plus, small, 
in view of the total earnings from oper- 
ations, which -amounted to £251,354. 
The number of passengers carried for 
the year ended March 31, 1921, was 
24,592,998, against 25,973,655 passen- 
gers for the same period in 1920. The 
report of Chairman Barr reviews the 
general improvement work undertaken 
by the company during this period. 
Contracts were let for fifteen new elec- 
tric cars and ten new trailers were 
put on the road. A considerable amount 
of renewal work was undertaken and 
completed during the year, the most 
important being a renewal of main 
tracks in Cathedral Square. 

The report makes mention of the 
amicable relations with the tramway 
union and states that the various mat- 
ters during the year dealt with by the 
joint committee representing the union 
and the board produced satisfactory 
results. 


Havana Property Reports 


In his annual report on the opera- 
tions of the Havana Electric Railway, 
Light & Power Company, Havana, 
Cuba, F. Steinhart, president and gen- 
eral manager, states that the railway 
department during 1921 enjoyed a con- 
siderable increase of business. The 
total number of passengers carried 
showed an increase of 19.8 per cent 
over 1920 and the passenger earnings 
increased from $4,850,969 in 1920 to 
$5,813,646 in 1921, or the same in- 
crease in percentage as the number of 
passengers increased. The total oper- 
ating expenses increased from $3,454,- 
057 in 1920 to $4,197,911 in 1921. On 
this point the general manager points 
out that as the year advanced coal and 
other commodities became available at 
lower prices and then labor costs began 
to go down, so that although the oper- 
ating expenses for the year were more 
than 70 per cent of the total earnings, 
the highest proportion ever attained, 
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the ratio in December had fallen to 
61.39 per cent. 
railway operation showed an increase 
of $170,022 over 1920, the figure in 
that year being $1,625,677. 

The average number of employees 
during the year was 4,343 and the 
management reported that the unrest 
among wage earners referred to in the 
1920 report had disappeared and that 
throughout the year there was a com- 
plete absence of labor disputes. 

Fifty-three new cars were delivered 
to the transportation department dur- 
ing 1921 and much construction work 
for other departments was supervised 
and directed. 


Nearly $8,000,000 in Salaries 
and Wages Paid 


In the annual report of the Con- 
necticut Company, New Haven, Conn., 
published in the ELEctTRIc RAILWAY 
JOURNAL, issue of May 13, it is noted 
that a total of $7,839,770 was paid in 
salaries and wages during the year to 
4,436 employees. The report shows 
that there are sixteen general officers 
and 316 general office clerks. There 
are seventy-six maintenance of way 
superintendents and 523 employees in 
this department, while in the equip- 
ment department there are eleven su- 
perintendents and 254 employees. In 
the power department there is a super- 
intendent and 280 employees, while the 
transportation division has 151 heads 
of divisions and other operating officers 
and 2,858 employees. 

On the subject of stock and the com- 
pany’s liability the report states that 
the total par value of the authorized 
common stock is $40,000,000 with 400,- 
000 shares outstanding, divided among 
the six stockholders who are the fed- 
eral trustees appointed by the govern- 
ment and President Lucius S. Storrs. 
The terms of the trustees were to ex- 
pire on March 4, 1922, or when their 
successors were elected. 

The company has a contingent liabil- 
ity of $6,848,000, which is the amount 
outstanding of obligations of the ‘““New 
Haven” road. These were secured by 
mortgage on street railway property, 
previous to the date on which these 
companies were acquired by the Consol- 
idated Railway and the “New Haven” 
road and which later became part of the 
Connecticut Company. 


Approval of Merger Sought 


Application has been filed with Public 
Service Commission of Maryland by the 
Cumberland Edison Power Company to 
take over the Edison Electric Dlumi- 
nating Company and the Cumberland 
Electric Railway. The new company 
was formed for the purpose of con- 
solidating the railway and illuminat- 
ing companies. At a meeting of the 
board of directors Thomas B. Finan 
was elected president of the new com- 
pany. John E, Zimmerman, an engi- 
neer of national repute, will supervise 
the operation and development of the 
property. 


The net earnings from . 


Abandonment Approved.—The Board 
of Public Utility Commissioners has 
issued an order granting permission to 
the Public Service Railway to aban- 
don service on Main Street, between 
Benner’s Corner and Amboy Avenue, 
Metuchen, N. J. 


Commission Approves Bond Issue.— 
The Tennessee Railroad Commission 
has given its permission to the Chat- 
tanooga Railway & Light Company to 
issue bonds to the amount of $682,000. 
This bond issue is understood to have 
been authorized in connection with the 
reorganization of the company referred 
to previously in these columns. 

North American Reports—For the 
twelve months ended April 30, 1922, the 
North American Company and its sub- 
sidiaries report a slight decrease in the 
gross earnings, but with economies in 
operating expenses producing an in- 
crease in net income from operations. 
The balance at the end of the period 
for depreciation, dividends and surplus 
amounted to $7,582,477, an increase of 
31.8 per cent over the twelve months 
ended April 30, 1921. ; 

Republic Property Reports. — The 
Republic Railway & Light Company 
and subsidiaries, New York, N. Y., for 
the twelve months ended April 30, 1922, 
report gross earnings jof $7,198,026, 
against $8,405,954 for the same period 
a year ago. Operating expenses and 
taxes decreased $1,543,988. A balance 
remained for depreciation, dividends 
and surplus amounting to $515,447, 
against $343,239 for the twelve months 
ended April 30, 1921. 

Decrease in Traffic Shown.—The Cin- 
cinnati (Ohio) Traction Company car- 
ried a total of 9,061,705 passengers dur- 
ing the month of April, according to a 
report tabulated by W. Jerome Kuertz, 
Director of Street Railways. In April, 
1921, the traction company transported 
9,004,163, which shows that the com- 
pany carried on an average of 1,918 
more passengers per day during last 
month. The total for April, however, 
is below that for March, when 9,098,342 
passengers were conveyed. 


Foreclosure Sale Announced.—Under 
decree of the Court of Common Pleas 
of Montgomery County, Pa., the Norris- 
town Trust Company will sell at public 
auction on June 29, 1922, at the Court 
House at Norristown, all the property 
described in a certain mortgage ex- 
ecuted by the Pottstown & Phoenix- 
ville Railway to the Norristown Trust 
Company, trustee, date June 1, 1912. 
The property consists of a line of rail- 
way from Stowe through the borough 
of Pottstown, and through Sanatoga 
Park to Linfield, and other rights and 
franchises. Included in the sale is the 
popular Sanatoga Park. 
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Seeks Fare Extension 


British Columbia Electric Railway Ne- 
gotiates for Six-Cent Fare 
Continuation 


Fares of the British Columbia Elec- 
tric Railway, Vancouver, B. C., are 
again the subject of negotiation, follow- 
ing the rejection by the federal gov- 
ernment of Canada of a petition to 
bring the company under the Railway 
Commission of the Dominion. The 
company is now negotiating with the 
city of Vancouver for an extension of 
its 6-cent fare permission after June 30 
next and negotiations will be conducted 
with the surrounding municipalities and 
cities in which the company now op- 
erates. 

The City Council of Vancouver on 
May 26 passed a resolution instructing 
the city attorney to prepare a by-law 
extending the present fares until either 
a permanent new franchise is agreed to 
or, failing that, the provincial govern- 
ment appoints a utility commission or 
other arbitration tribunal. A commit- 
tee of four members of the City Coun- 
cil was appointed to draw up terms of 
a new franchise and report within two 
weeks. 

An unusual term of the resolution 
was inserted at the instigation of a 
labor member of the Council calling for 
the company to maintain the present 
wage scale during the interim agree- 
ment. An attempt may be made to 
have this incorporated in the permanent 
franchise but it will not be agreed to 
by the company, it is said. The British 
Columbia Electric Railway has agreed 
in return for the proposed interim 
agreement to extend its Broadway 
West line a distance of one mile by 
Sept. 1. Power and light rates will be 
subject to negotiation as well as fares. 
A new franchise was proposed in 1921 
but, on being drafted, met with disap- 
proval in the city at large. This led to 
the company instituting a petition for 
a dominion charter as a means of ob- 
taining stability. It has maintained 
that it cannot make extensions until 
permanency of revenue has been ob- 
tained. 

Should no agreement be arrived at 
before June 30, when the present 6-cent 
fare privilege ends, the company has 
announced that it would not attempt 
to operate cars. 


Answers Complaint of Skip-Stop 
and One-Man Car 

Attorneys for the International Rail- 
way, Buffalo, N. Y., have filed with the 
Public Service Commission the railway’s 
answer to the complaint of Corpora- 
tion Counsel R. J. Moore in behalf of 
the City Council against one-man crew 
cars and the skip-stop system in opera- 
tion in Niagara Falls, N. Y. The rail- 


way claims that the skip-stop system 
has provided for the greater conve- 
nience of the majority of the traveling 
public. The answer on the one-man 
car complaint says that better service 
is rendered, safer transportation is as- 
sured and less expensive operation is 
effected. : 

The railway asks that the complaint 
against this type of car be dis- 
missed and that the commission not 
only approve of this operation on the 
two lines specified in the complaint, 
but also on such other lines in the city 
of Niagara Falls as the company shall 
consider advisable. 


Galveston Decision Misconstrued 
—Seven-Cent Fare Neces- 
sary in Fort Worth 


The Northern Texas Traction Com- 
pany, Fort Worth, Tex., will not lower 
its fares in response to the demand 
made by the city authorities. A reply 
to this effect has just been sent to the 
city by George H. Clifford, vice-presi- 
dent and general manager, in reply to 
a communication from Mayor E. R. 
Cockrell. The Mayor in his note said: 

In my opinion the 7-cent fare in Fort 
Worth should be reduced in view of the re- 


cent decision of the United States Supreme 
Court in the Galveston case. 


The city of Fort Worth had been 
delaying its fight for reduced fares 
pending a decision in the Galveston case 
and as soon as that case was decided 
was ready to take up the contest to 
force the desired reduction. 

In reply to Mayor Cockrell, Mr. Clif- 
ford declared that the general opinion 
that the Supreme Court granted a 
5-cent fare to Galveston is in error. 
He asserted that the decision merely set 
forth a method of ascertaining the pro- 
posed valuation, deducting expenses 
from revenues to arrive at set returns 
and does not specify a 5-cent rate. He 
expresses regret that the general 
opinion is that the Supreme Court set 
the 5-cent fare as equitable. Mr. Clif- 
ford said: 

The Supreme Court merely prescribed a 
method to be followed by a city to arrive 
at a proper rate, and the only bearing that 
decision has on the situation in Fort Worth 
is to ascertain, whether that method has 
been used in Fort Worth. 

The minimum property valuation of 
the Northern Texas Traction Company 
in Fort Worth, according to Mr. Clifford, 
is $7,753,857, while the net revenues 
during the last year amounted to $251,- 
683, or interest on the investment at 
the rate of 3.25 per cent. 

Mr. Clifford stated that in 1905 there 
were 24 miles of track in the city and 
that since that time 51 additional miles 
have been built, making a total of more 


than three times the mileage of 1905. 


Since 1910, he said, the company has 
spent more than $5,000,000 on improve- 
ments. 


City Asks Rehearing in Fare Case 


A petition has been filed with the 
United States Circuit Court of Appeals 
at Cincinnati, Ohio, by Clayton B. 
Blakey in behalf of the city of Louis- 
ville, Ky., asking for rehearing in the 
city’s litigation with the Louisville 
Railway over T-cent fares, seeking 
modification of the injunction granted 
by Judge Evans and upheld by the 
higher courts. 

Several important points are brought 
out in the petition which Mr. Blakey 
said he felt should result in some 
modification of the injunction that now 
virtually prevents the city from obtain- 
ing any relief through legislation. 

‘The petition for rehearing takes the 
view that “the vital question in this 
case concerns the validity of the 5- 
cent fare embodied in the franchise 
contracts entered into between the city 
and railway company since the adop- 
tion of the present constitution” in 
1891. The United States Circuit Court 
of Appeals, in upholding Judge Evans, 
took the view that these franchises 
were of minor importance. 

A second ground urged for rehearing 
and modification is the form of the 
temporary injunction. The city says 
that in view of the court’s opinion it 
may become its desire to abandon its 
original contention and establish some 
other rate than 5 or 7 cents, but seems 
to be prohibited from doing so. 


Jitneys Ruled Out 


As a result of a recent Supreme 
Court decision jitney operators of -Kan- 
sas City, Mo., found violating the re- 
striction ordinance will be arrested, 
according to an announcement of Mayor 
Cromwell. The Supreme Court refused 
to discontinue the injunction issued by 
the Circuit Court of Kansas City. 

A decision was given on April 14 by 
Judge Nelson E. Johnson of the Circuit 
Court declaring that the city jitney or- 
dinance was valid, and that the Bestor 
law did not apply. The city ordinance 
provided that jitneys could not operate 
on streets where resident owners of 51 
per cent of the property had not con- 
sented ‘to their use for the purpose. 

F. M. Roberts, head of the jitney 
men, in a statement said that if the 
people of Kansas City wanted motor 
transportation the Common Council and 
Mayor should be asked to modify the 
ordinances. 

M. A. Fyke, assistant city counselor, 
who handled the jitney case for the city, 
said that the Supreme Court ruling 
would mean the jitneys were barred 
from all Kansas City streets unless the 
association can obtain the consent of 
owners of 51 per cent of the property 
frontage on the streets over which they 
operate. 


Jitneys as Competitors Barred.—A 
permanent injunction against operation 
of jitney buses in those streets of North 
Little Rock, Ark., where they would 
compete directly with the cars of the 
Intercity Terminal Railway has been 
granted in Chancery court. 
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Earnings Statement Presages 
Fare Cut 


Cleveland car riders may be riding 
for a 5-cent fare before Sept. 1. That 
is the statement of the Cleveland 
(Ohio) Railway officials, as a result of 
the company’s April showing. The 
company accumulated a surplus of 


$93,647 in its April operation. This 
has boosted the interest fund, fare 
barometer, to $324,158. When this 


fund reaches $700,000 the fare must 
automatically be reduced one notch in 
the rate schedule called for by the 
franchise. The rate is now 6 cents 
with a 1-cent charge for transfer. The 
next lower rate is 5 cents and a 1-cent 
charge for transfer. The April surplus 
is the largest earned in many months. 
Inasmuch as the recent 10 per cent 
wage reduction for motormen and con- 
ductors is effective from May 1, the 
company’s report for May is expected 
to show even a larger surplus than that 
of April. 

Business conditions have been im- 
proving so rapidly that company offi- 
cials state that if they continue to im- 
prove during the summer months, there 
is little doubt but that, with the saving 
of $40,000 a month, the fare will be re- 
duced before Sept. 1. A _ total of 
33,498,152 riders was carried by the 
company in April. This is within 2 per 
cent of the number that rode in the 
same month the year previous. 


Will Contest Termination of 
Jitney Agreement 


Jitney operators in Spokane, Wash., 
have decided to contest the clause in 
the new railway franchise which 
terminates jitney operation on Jan. 1 of 
next year. The men base their claim 
oon the ground that it was understood 
the jitney business was a permanent 
one when they invested in it. Opposed 
to this statement was Mayor Fleming, 
who contends that all jitney operators 
‘knew that the future of their business 
depended on the outcome of the railway 
situation. Corporation Counsel Geraghty 
said that he saw no chance for the 
jitneys to run in opposition to the 
tuling of the City Commission because 
twice the Supreme Court had upheld 
the right of the city to exclude jitneys. 


Weekly Pass Plan to Be 
Continued 


As a result of the successful oper- 
-ation of the weekly pass system on the 
lines of the New Brunswick Power 
‘Company, operating the electric rail- 
way in St. John, N. B., it is likely 
‘that this system will be continued in- 
‘definitely. It was started twenty-nine 
weeks ago. 

When the passes were first issued, 
‘the holders were notified through ad- 
-vertising in the four daily newspapers 
of St. John that the system was on 
‘trial only and might last only a few 
weeks. The response to the first issue 
«of passes was soniewhat disappointing. 
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During a recent week, however, 3,500 
passes were sold. 

The passes have stimulated traffic on 
the road, although the attempt to popu- 
larize the pass system through adver- 
tising has not been conspicuous or 
sustained. Just a few local readers 
were inserted in the newspapers at the 
start of the pass system, and no adver- 
tising has been done since. 

The price for the passes is $1 dated 
from Monday morning to Sunday night. 
The regular rates are straight 10-cent 
fare, or three tickets for 25 cents or 
fourteen tickets for $1. Each week’s 
pass is of different color and with the 
dates printed in semi-prominent type. 
The passes are numbered conspicuously 
covering the entire face, the numbers 
being taken from the number of weeks 
the system has been in operation. 

The pass has aided the railway com- 
pany materially in speeding up traffic 
on the road. i 


Urges Reduction in Fare 


Delos F. Wilcox, valuation expert for 
the city of Minneapolis, Minn., expects 
to have his report ready for the Min- 
nesota Railroad & Warehouse Commis- 
sion in July. In reporting on May 20 
to the chairman of the street railway 
committees of the City Council, Dr. Wil- 
cox intimated that instead of an in- 
crease of fare for the Minneapolis 
Street Railway the question is how 
much the fare may be reduced. It is 
now 6 cents and a determination of a 
proper rate of fare is to be put up to 
the State Commission under the 1921 
Brooks-Coleman law, which places that 
question in the jurisdiction of the com- 
mission. He said that so far as Min- 
neapolis is concerned its larger earn- 
ings have been covered, so as not to 
show a disparity with the earnings of 
the St. Paul City Railway. 

Mr. Wilcox is quoted 
follows: 


The company’s case was stronger last 
August than it ever will be again. At that 
time it was anxious to prove the value of 
its property by the appraisals previously 
made on behalf of the city. Since then 
prices have been coming down and _ its 
operating expenses have decreased. It has 
been forced to abandon the fifty-fifty rule 
of division on the intercity lines. 

I estimate that a proper adjustment of 
its accounts for 1921 would show an income 
derived from operations within the city of 
Minneapolis sufficient to pay 6 per cent on 
$29,000,000, or nearly 12 per cent on 
$15,000,000. I estimate that with the re- 
duction of expense in effect since the first 
of the year, the company’s true operating 
income for 1922 in Minneapolis at the pres- 
ent rate of fare will be sufficient to pay 
6 per _ cent on $40,000,000, or 16 per cent 
on $15,000,000. 


Mr. Wilcox is of the opinion that if 
the Minneapolis Street Railway could be 
freed of its twin city intercorporate 
relations its credit, based on its own 
earning power, would be as high as that 
of any electric railway in the country. 
Further, that under the present rate of 
fare the company without difficulty 
could finance its improvements out of 
earnings, as it has done in the last 
five or six years, despite the fact of its 
relations with the other companies 
which are at present included in the 
twin city system. 
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Traffic Survey for New Orleans.— 
Paul H. Maloney, Commissioner of Pub- 
lic Works in New Orleans, has just ar- 
ranged with John A. Beeler of New 
York to make a comprehensive traffic 
survey of the electric railway lines in 
New Orleans. 


Increased Service in Effect.—The In- 
terborough Rapid Transit Company, 
New York, N. Y., following out the or- 
der of the Transit Commission increased 
its service on May 31 by the addition of — 
263 trains. The details of the commis- 
sion’s ruling were given in the ELECTRIC 
RAILWAY JOURNAL, issue of May 6, 1922. 


Agree on Single Fare——The New 
York Transit Commission recently an- 
nounced through its chairman that an 
agreement had been reached between 
the Interborough Rapid Transit Com- 
pany and the Brooklyn Rapid Transit 
Company under which there will be 
dual operation with a single fare in 
Queens. From Queensborough Plaza in 
Long Island City to Corona free trans- 
fers will be issued. 


One-Man Cars and Tokens in Use.— 
One-man cars and the token system for 
cash payments had their beginning in 
Erie, Pa., recently by the Buffalo & 
Lake Erie Traction Company. Seven- 
teen one-man cars were operated with 
success, according to General Manager 
Meyers, who believes that this type of 
car will be instrumental in speeding up 
service. The tokens used have a value 
of 8 cents. 


Approves of Jitney Ordinance.—The 
Circuit Court of Appeals has held valid 
the city ordinance regulating jitney 
buses in Green Bay, Wis. The ordi- 
nance rules jitneys off the streets used 
by traction lines and establishes a 
license fee of $100 a year, which the 
court has held reasonable. The court 
also pointed out the obligation of the 
city to protect the traction company 
against the unfair competition of jit- 
neys. 

New Schedules and Fares Announced. 
—The Northwestern Ohio Railway & 
Power Company, operating between 
Toledo and Bay Point, Marblehead, ex- 
pected to issue new ticket books, on 
June 1, which would mean a 20 per 
cent reduction to the users of the 
tickets. They will be transferable and 
good for one year. The books will be 
put up in lots of 200 5-cent fares and 
will sell for $8. F. K. Woodring also 
reports that his company will run Sun- 
day excursions from Port Clinton to 
Detroit for $2.50 during the summer. 
The week-end excursions to Buffalo will 
be continued this summer, connecting 
with the Lake Shore Electric at San- 
dusky and the Buffalo boat at Cleve- 
land, starting June 11. 
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These Mes nie Municipal eiway 


Brief Biographies Presented of Principal Department Heads of the Municipal 
Railway at Detroit Who Report to General Manager Goodwin 
—Organization Changes Noted Previously 


NSTANCES are by no means rare 

in electric railway work of exceed- 
ingly young men being advanced to 
posts of great responsibility. In the 
select circle of such men there have 
been in the past, among others, Ed- 
win C. Faber, who at twenty-six was 
general superintendent of the Cleve- 
land Railway; Oren Root, Jr., who at 
twenty-nine was general manager of 
the old Metropolitan Street Railway, 
and Daniel L. Fennell, now superintend- 
ent of transportation of the Kansas 
City Railways, to mention just a few. 


Mr. RIDER IN CHARGE OF 
TRANSPORTATION 


Now comes E. S. Rider to join the 
railway hall of fame. He has just been 
made superintendent of transportation 
of the lines in Detroit operated by the 
city. Mr. Rider was born only twenty- 
five years ago, on Feb. 9, 1897, in Nor- 
walk, Conn. His first railway work was 
with the Connecticut Company as a clerk 
in the cashier’s office in Norwalk. In 
December, 1914, he was made cashier 
in Norwalk, and in July, 1915, his 
duties as cashier were extended to in- 
clude the Stamford division as well. 
During this employment he assisted in 
the operating department in making 
various reports and in December, 1917, 
was transferred to the accounting de- 
partment in the office of I. A. May, 
general auditor, in New Haven. He 
continued in this position until July 11, 
1917, when he was made traveling 
auditor to cover the various local 
properties comprised in the Connecti- 
cut Company’s system. 

From July, 1917, until August, 1919, 
Mr. Rider served in the United States 
Navy, and then returned to the Con- 
necticut Company under Mr. May, con- 
tinuing in the auditing work until 
November, 1919. From then until 
October, 1920, he acted as chief clerk 
of the Bridgeport division. After 
Joseph S. Goodwin had become estab- 
lished as the manager of the Municipal 
System in Detroit, Mr. Rider was 
taken on by him as timekeeper in con- 
nection with the extensive construction 
work then in progress. After this was 
completed he was transferred to the 
accounting department, then to the 
maintenance of way department. 


A CONSPICUOUS SUCCESS 


When the first twenty-five cars were 
placed in operation on the municipal 
railway in Detroit, Mr. Goodwin had 
no superintendent of transportation to 
take charge, and as he was extremely 
busy with other things and could not 
give the matter his personal attention, 


he turned the direct work over to Mr. 
Rider and intended himself to follow it 
rather closely. Mr. Rider, according to 
Mr. Goodwin, made such a conspicuous 
success of this work as the property 
grew from twenty-five cars to 300 cars, 
and then to 428 cars, that he seemed to 
be the logical man to trust with the 
responsibility of acting as superintend- 
ent of transportation for the present 
system comprising 1,457 cars. Mr. 
Rider now has under his jurisduction 
a system comprising seven divisions 
and 3,500 trainmen, and he is probably 
the youngest superintendent of trans- 
portation in the industry. 

A. C. Colby, superintendent of 
equipment, Department of Street Rail- 
ways, Detroit, has been connected in a 
similar capacity with the Municipal 
system almost from the first. In his 
early work he was responsible for all 
of the details in connection with the 
specification and purchase of 250 
safety cars and 50 Peter Witt type 
double-truck cars, which comprised the 
municipal system up to the time that 
the first purchase of 30 miles of the 
Detroit United Railway system was 
made. He now has entire responsibil- 
ity for all of the mechanical equipment 
of the Detroit system. 


Mr. Cotpy Has Hap WIDE 
EXPERIENCE 


Mr. Colby was born in Vermont, in 
1878, and started h’s railway exverience 
as a conductor of the Rhode Island 
Company in 1900. Im 1905 he started 
work in the mechanical department 
doing. pit work and general repairing 
at one of the carhouses, and gradually 
worked up through the mechanical de- 
partmen* to more important positions. 
In 1909 he went to South Bend, Ind., as 
general foreman in the shops of the 
Chicago, South Bend & Northern 
Indiana Railway under F. M. Weld, 
master mechanic, who is now master 
mechanic for Mr. Colby in Detroit. He 
remained there one year and then went 
to Birmingham, Ala., where he was en- 
gaged entirely on the rebuilding of the 
rolling stock of the Birmingham Rail- 
way,- Light & Power Company. 

When the Birmingham, Ensley & 
Bessemer Railway was opened, Mr. 
Colby became the first master 
mechanic. A year later he accepted a 
position with the Berkshire Street 
Railway, Pittsfield, Mass., one of the 
subsidiaries of the Connecticut Com- 
pany, and centinued in this position for 
four years. In 1917 he was transferred 
to Bridgeport as master mechanic of 
the Bridgeport division, and then on 
Feb. 1, 1920, was transferred to New 


Haven, Conn., as mechanical engineer 
in_charge of the maintenance of equip- 
ment on the New Haven division. In 
September, 1920, he left the Connecti- 
cut Company to become superintendent 
of equipment of the Municipal system 
in Detroit. 

H. M. Gould, electrical engineer of 
the Department of Street Railways, 
Detroit, Mich., became connected with 
the Municipal Railway in August, 1920, 
as electrical engineer. He was 
formerly superintendent of overhead 
lines for the Connecticut Company, 
New Haven, Conn. Mr. 
graduated in 1907 from the Sheffield 
Scientific School, electrical engineering 
course. He spent the two years fol- 
lowing his graduation in the electrical 
department of the Long Island Rail- 
road. The next year he spent as a 
student engineer with the Metropolitan 
Street Railway, New York City. He 
then engaged for some time in mis- 
cellaneous. electrical work and in 
January, 1912, entered the city en- 
gineer’s department in Bridgeport, 
Conn. He left this position later that 
year to go with the Connecticut Com- 
pany. 

W. D. Edgecomb, engineer of main- 
tenance of way of the Department of 
Street Railways, city of Detroit, was 
the first man employed by the Street 
Railway Commission after the election 
at which the municipal street railway 
bond issue carried. His work began 
on April 7, 1920, five days after the 
election. At the age of seventeen Mr. 
Edgecomb felt a desire to become an 
engineer and from that time he-has 
been connected with general engineer- 
ing field work, supplementing his work 
with hard study. He was born in St. 
Paul, Minn., and moved with his 
parents to Michigan when he was seven 
years old. About fifteen years of his 
experience was gained with the Grand 
Trunk and the Grand Trunk Pacific 
railways on heavy mountain construc- 
tions and on maintenance of way as 
assistant engineer. He was office en- 
gineer for a short time for the railway 
in Montreal, but always preferred field 
work. 

As assistant engineer in charge of 
maintenance of way with headquarters 
in Detroit, he was in charge of and 
thoroughly familiar with all station 


surveys and grade work in his division. 


His first work for the city of Detroit 
was as instrument man in 1891. 
he returned to the railroad work, with 
which he was.connected until 1914 with 
the exception of the year 1912, when he 
was in California for his health. From 
1914 to the time he took up work with 
the municipal street railway he was 
assistant engineer in the city engineer- 
ing department in charge of field work 
connected with Detroit’s sewer program 
and also on grade separation work of 
the city. 

The complete line-up of the officials 
of the Department of Street Railways, 
Detroit, of which J. S. Goodwin is gen- 
eral manager, was published in the 
ELECTRIC RAILWAY JOURNAL for May 20, 
page 839 
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Fifty Years Spent in Street Railroading 


‘All New England Pays Tribute at Manchester, N. H., to Remarkable Record 
of E. C. Foster—Gata Occasion for Members of Railway Club 
—Employees Also Participate in Celebration 


“Golden opinions from all sorts of people.” 


UCH were expressed on May 25 to 

E. C. Foster, president of the Man- 
chester Traction, Light & Power Com- 
pany. The occasion was the regular 
monthly meeting of the New England 
Street Railway Club, called at Man- 
chester, N. H., primarily to observe the 
fiftieth anniversary of Mr. Foster in 
the street railway industry. It was a 
gala occasion for the club, but not a 
whit less so for the employees of the 
company of which Mr. Foster is the 
head. No matter how deeply he had 
endeared himself to his fellow railway 
men of New England, Mr. Foster was 
after all the chief of the men and 
women of the local system and they 
staged a little celebration of their own. 
From them and the officers connected 
with the company there were presented 
to Mr. Foster a smoking set, flowers 
and an engraved cigarette case. From 
the members of the club Mr. Foster re- 
ceived an eight-day chime clock. 


Mr. Foster DryoTepD To His DUTIES 

Henry C. Attwill, chairman of the 
Public Utilities Commission of Massa- 
chusetts, in the speech which he made 
at the meeting of the railway men, 
attributed Mr. Foster’s accomplish- 
ments in life to his disinterested and 
unselfish devotion to duty in every task 
he was called upon to perform. He in- 
spired confidence in public authorities, 
in the general public, in those whose 
money was intrusted to his care and in 
the employees with whom he dealt. It 
was Mr. Attwill’s thought that Mr. 
Foster could have no better reward 
than he was receiving at the hands of 
the assembled railway men and in the 
knowledge that the people at large ap- 
preciated his many good qualities. 

Mr. Attwill’s was, perhaps, the prin- 
cipal encomium to the man who had 
just completed fifty years of service in 
the industry. Among others who paid 
tribute to Mr. Foster were Patrick F. 
Sullivan, Henry C. Page and Edward 
A. Dana. Mr. Sullivan has known Mr. 
Foster intimately longer than any 
other railway man. He disliked to 
praise a man to his face, but had felt 
no misgivings in doing so in the case 
of Mr. Foster. Mr. Dana expressed 
particularly the appreciation of the 
younger men in the railway field, many 
of whom Mr. Foster had encouraged 
and assisted by his helpful advice. 


Mr. Foster’s CAREER OUTLINED 

Of such was the bulk of the praise 
made up. Few there are who remain 
in the industry today that have the 
background to draw upon possessed 
by Mr. Foster. At seventy he is carry- 
ing responsibility that many younger 
men would be loath to assume. The 
railway business makes peculiar de- 
mands upon a man, but Mr. Foster 
has never shirked any of them. Just 


fifty years ago to the day of the meet- 


‘ing of the club Mr. Foster entered 


street railway work with the Lynn & 
Boston Railroad. This was May 25, 
1872. Mr. Foster gradually worked up 
through the several departments until 
April 1, 1883, when he was appointed 
acting superintendent. In November 
of the same year he was made super- 
intendent, and in 1892 general man- 
ager. The Lynn & Boston was later 
taken over by the Massachusetts Elec- 
tric Companies and Mr. Foster became 


E. C. Foster 


vice-president and general manager of 
that company. Mr. Foster next went 
to New Orleans. This was in May, 
1903. He was at first president of the 
New Orleans Railways, but when the 
New Orleans Railway & Light Com- 
pany was organized Mr. Foster was 
made president of the company and 
continued with that company until 
1909. He then became associated with 
Sanderson & Porter in valuation work, 
and in December, 1911, was made 
president of the company at Man- 
chester. Mr. Foster was born at Han- 
cock, N. H., on Oct. 23, 1852. 

There is the bare outline. It is 
a record such as one expects to find in 
“Who’s Who” and the kind that one is 
not disappointed in finding there. It 
answers its purpose as a recital of 
dates but of events it tells precious 
little. From it, for instance, who 
would ever guess that Mr. Foster has 
a record of never having had any 
serious troubles with labor on the 
roads he has managed. In short, the 
life of the man has simply been replete 
with facts and incidents worth relating. 
Those that have occurred in recent 
years have had to do mostly with de- 
tails of operation. To them does not 
of course attach the romance that went 
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with pioneering of the early days. In 

these Mr. Foster had a very big part 

and they are today among the most 
charming of his recollections. 

For instance, there is the recollection 
of the thrill that went with the letting 
of the contract for the electrification of 
the Lynn & Boston Railroad. That 
could be experienced but once. On 
July 4, 1888, the first section of road 
was opened at Crescent Beach, Mass., 
with a few cars. In those days the 
men on the horse car lines being 
converted to electricity were wont to 
believe anything the new tribe of elec- 
trical engineers-told them. They soon 
got over this, however. Thus, Mr. 
Foster has related how he willingly 
paid $7 for a trolley wheel which later 
was made in quantities to sell for less 
than a dollar. Such was the extent 
of the faith of the early managers in 
the superior knowledge of the new 
school. It was a big event, this elec- 
trification, for the Crescent Beach di- 
vision of the Lynn & Boston Railroad 
was the first electric railway built by 
the Thomas-Houston Electric Company, 
as well as the first passenger trolley 
line in Massachusetts. 

This is just one of the happenings 
taken from the busy life of Mr. Foster. 
It serves, however, to tie him in with 
a myriad of other events that those in 
the industry in the early days will 
readily recall. Never again will the 
opportunity be afforded in the electric 
railway business for a repetition of 
just such incidents as the one recited. 
It was William Knox who in verse pro- 
pounded the question: 

“O! why 
proud?” 
To this seemingly unanswerable 

question Mr. Foster and others like 
him have returned the answer in the 
record of their achievements. For in 
the long run these men have done 
many times more for others than they 
have ever done for themselves. 


Should the spirit of mortal be 


J. W. Shartel a Commerce Director 


John W. Shartel, vice-president and 
general manager of the Oklahoma Rail- 
way, Oklahoma City, was elected a di- 
rector of the Chamber of Commerce 
of the United States at the meeting 
held by that organization in Washing- 
ton, D. C., last week. Mr. Shartel will 
represent the fifth district of the coun- 
try in the board of directors. Mr. Shar- 
tel attended a meeting in Washington, 
D. C., late in May, where he made an - 
address at the first session of the 
Chamber’s section on Transportation 
and Communication. His subject was 
the labor situation. Mr. Shartel is an 
enthusiast on electric traction, and has 
many plans for the extension and im- 
provement of the electric railway sys- 
tem centering in Oklahoma City. He 
is a strong advocate of the high speed 
entrances for interurban cars into the 
centers of cities without grade cross- 
ings at either highway or railway. His 
election to the board of directors of the 
Chamber of Commerce is gratifying to 
the electric railway industry. 
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D. U. R. Personnel Reorganized 


Rearrangement of Departments and Officials Followed the Sale of the 
Traction Lines in Detroit to the City—600 Miles of Line Are 
Still Under Operation by the Company 


EFORE formally turning over the 

property of the Detroit United 
Railway in Detroit to the municipality 
E. J. Burdick, vice-president and gen- 
eral manager, issued a bulletin an- 
nouncing the force that would remain 
with the company to operate the inter- 
urban lines and the city properties 
in Port Huron, Flint, Pontiac, Mt. 
Clemens and Ann Arbor. In prefacing 
this list of names Mr. Burdick said: 


The reorganization of existing forces 
occasioned by the change is indicated in the 
following list of personnel of the various 
departments. The one regret of the man- 
agement is that it cannot take over all of 
the present organization and it takes this 
occasion to express its sincere appreciation 
of the splendid efforts of each and every 
employee in the past and of its willingness 
and desire to assist them to employment 
with the city lines or elsewhere. 


Only about 200 men and women were 
left unemployed by either the company 
or the city. 

The general office force, as appointed 
by Mr. Burdick, consists of twenty- 
three people. Chief among these are 
the following: 


AAIGICOM: /c) .<. oreteee Gadtene hia eieneeatene R. G. Skeman 
Acting. cashier sic evaceywettnerencee Roy Hoover 
Assistant purchaser........ F. L. Wheaton 
Supervisor of schedules.......J. H. Brooke 


General timekeeper 
General superintendent 
Assistant 


. M. Spaulding 
Be Oro Harry Bullen 
general superintendent...... 
she cow's iste a neat P. L. Radcliffe 
Publicity manager ..../ A. D. B. Van Zandt 
Real estate commissioner...... Thos. Beath 
Inspection service.......... F. A. Galloway 

The resignations of J. F. Keys, gen- 
eral passenger agent, and of G. W. 
Wagner, purchasing agent, have been 
accepted to take place in a short time. 
No successors will be appointed, the 
duties of Mr. Keys falling under the 
traffic department and those of Mr. 
Wagner will have the direct super- 
vision of General Manager Burdick, 
with the details cared for by the assist- 
ant purchaser. 

A similar number constitutes the 
traffic department, chief among whom 
are: 


General traffic manager...... W. S. Rodger 
Gone al freight and Cupra agent. 
ec Aare a a dos Nathan Rumney 


Traveling freight agent..R. W. Thompson 
Auditor freight accounts. 2s J. B. Hooper 

Because all accident cases accrued 
up to the time of the transfer of the 
city lines remain to be disposed of by 
the D. U. R. a large proportion of the 
old claims organization has been con- 
tinued. This numbers thirty in all, 
chief of whom are: 


General claims attorney. .W. 
Assistant to claims attorney. 
Chief trial division 
Chief investigator 


G. Fitzpatrick 
.B. J; LeBoeuf 
a parseetecel ie ry M. O’Connor 
eet enies esas L. E. Schimmel 


Numerically the majority of the 
force attached to the accounting pas- 
senger receipts department was trans- 
ferred to the city payroll. The remain- 
ing force consists of thirty-seven under 
charge of: 


Auditor passenger receipts....J. W. 


Slater 
Assistant auditor 


Bert Thompson 


Mr. Slater was assistant in this de- 
partment and was promoted with the 


resignation of W. B. Brooks, brother 
of F. W. Brooks, formerly president of 
the company. Mr. Thompson was 
attached to the cashier’s department 
before the reorganization. 

Inasmuch as the company’s proper- 
ties now consist largely of high-speed 
lines it was thought advisable by Mr. 
Burdick to organize an engineering de- 
partment more in line with the prac- 
tice of steam road operation. With 
this in mind the track department of 
the old organization. has been worked 
into the ehgineering department, with 
enlarged powers covering the en- 
gineering problems of other depart- 
ments as well. The department will 
have charge of all engineering work 
except the operation of the power 
houses and substations. Thus its use 
will be made available for all depart- 
ments including the operating depart- 


ment. In the engineering department 
are: = 

Chief engineer ............005 J. M. Mudie 
General roadmaster ........ L. N. Hayden 
bDpotee bY eS Oo ee A. Handy 
INE INGCOPN, eiiatetertte) sos so H. B. Woodward 
TINS INGCI Ee weet es nce so vs delele H. Carter 
Bridge eneinmeeriin...5).. 00s age F. A. Shaft 


The creation of the engineering de- 
partment gives a marked promotion to 
Mr. Mudie. Mr. Handy, now attached 
to this department, was, in the old or- 
ganization, consulting engineer in 
charge of appraisal work. John Kerwin, 
formerly superintendent of tracks, re- 
tires from active railway life. 

The electrical department has also 
undergone some radical changes and is 
now divided. W. J. Vaughn has been 
made superintendent of distribution 
and as such is in charge of overhead 


and underground work, the signal 
system and also the _ telephones. 
Powerhouses and substations come 


under the direction of the power de- 
partment, with H. F. Rech as assistant 
superintendent of power, acting 
directly under the general manager. 

Another department that has been 
very considerably altered is ' the 
mechanical department with a super- 
intendent of shops in charge. In this 
department are: 


Superintendent of shops..... Hugh Savage 
‘ACCOUNTED Eg sap cceie Nepal ace 6+) + sors R. S. Wilson 
Chief storekeeper.......... David Thibault 


As storekeeper Mr. Thibault will 
have direct charge of the stores of all 
departments including those of the 
general offices. Sylvester Potter, 
formerly head of the shops as master 
mechanic, remains with the company 
doing special work under the direction 
of the general manager. 

The powers of the superintendents 
of the several interurban lines have 
been enlarged. These officials now 
have supervision of all buildings and 
their employees, as well as the oper- 
ating force, with the exception of 
powerhouses and substations and the 
employees thereof. Motormen and con- 
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ductors will be hired directly by the 
superintendents, the position of super- 
intendent of employment being abol- 
ished. 

A. E. Peters as secretary and Joseph 
Bampton as assistant treasurer con- 
tinue with the company and are direct 
appointees of the board of directors. 

As a part of the change the several 
departments of the Detroit United 
have been consolidated under one roof 
at Highland Park. There the company 
retained fifteen acres of the extensive 
and valuable Highland Park shop 
properties, one unit of which is being 
converted to the use of the company 
for its general offices. 


- Obituary 


aHesuesuestanaunnenine 


Arthur B. Stitzer 


Arthur B. Stitzer, vice-president and 
chief engineer of the Republic Engi- 
neers, Inc., died from hemorrhage of 
the stomach on May 26 while on a 
business trip. He was taken ill on a 
train of the Pennsylvania Railroad and 
was removed to the Altoona Hospital, 
but passed away within a few hours. 
Mr. Stitzer was born July 20, 1877, 
and his early life was spent in Phila- 
delphia. He was graduated from the 
University of Pennsylvania in 1899 and 
ten years later received the degree of 
electrical engineer from that university. 
After leaving college he became con- 
nected with the Union Traction .Com- 
pany of Philadelphia and later with its 
successor, the Philadelphia Rapid 
Transit Company, with which he re- 
mained until April 25, 1910. He then 
resigned to become electrical engineer 
for Ford, Bacon & Davis, with whom 
he remained until April 30, 1917, when 
he was appointed chief engineer of the 
Republic Engineers, Inc., of New York. 
On Feb. 10, 1919, he was elected a 
director of that company. 

Mr. Stitzer has always taken an 
active part in the work of the Amer- 
ican Electric Railway Engineering As- 
sociation and the National Electric 
Light Association, and for the former 
was chairman of the power generation 
committee in 1921 and third vice-presi- 
dent of the Engineering Association in 
1922. He was a member of the A.S,.M.E., 
A.I.E.E., Franklin Institute and Rail- 
road Club of New York. He was also 
prominent in Masonic circles. He lived 
in Orange, N; J., and leaves a widow 
and one son. 


Orlando B. Ayers, right-of-way agent 
of the Puget Sound Power & Light 
Company, Seattle, Wash., died recently 
in Seattle. Mr. Ayres served the com- 
pany as superintendent of collection 
and later as adjuster in the claim de- 
partment. For some time he was asso- 
ciated in private business, and in 1921 
returned to the company as right-of- 
way agent for the construction of the 
proposed intermountain power lines. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


_, BUSINESS ANNOUNCEMENTS 


ROLLING STOCK PURCHASES 


Car Manufacturer Speaks on Prices 


W. H. Heulings, Jr., of the J. G. Brill Company; Emphasizes that Downward 
Trend Has Stopped—Change Attributed to Upward Turn in Steel 
Prices and Activity in Steam Car Building 


One of the best informed men on 
the subject of cars and car prices in 
this country is W. H. Heulings, Jr., vice- 
president and general manager of the 
J. G. Brill Company, Philadelphia. Mr. 
Heulings was asked this week by a 
representative of the ELECTRIC RAIL- 
WAY JOURNAL to express his views for 
the Manufacturers and Markets De- 
partment on the subject of car prices 
and whether any changes might be 
expected in the early future. He con- 
sented to do so and his statement not 


only points out the conditions which. 


tend to produce higher prices but de- 
clares that his company in June will 
be obliged to withdraw every quotation 
it has made on standard cars and figure 
the base price at about $6,000 or more 
for the single truck car and about $10,- 
000 or more for the double-truck car. 
Mr. Heulings’ statement follows: 

“In October, 1920, the combined cost 
of labor and material entering into the 
construction of the Birney safety car 
reached its peak. Then commenced a 
decline in the steel market which started 
a corresponding decline in the price of 
safety cars. Gradually but continuously 
the selling price of the Birney safety 
ear dropped from $6,800 a year or 
so ago, until it struck its present level 
of $5,800. It was the desire of the man- 
ufacturers to bring the price of rolling 
stock down to the point which would 
prove of sufficient interest to railway 
companies to encourage purchasing. 
Therefore, with every successive drop 
in the cost of material and labor, the 
very life was practically cut out of 
the price of the car, the manufacturers 
welcoming every opportunity to lower 
prices to the advantage of the purchas- 
ing companies. But now the raw ma- 
terial markets have stopped in their 
rush downward, and consequently the 
price of safety cars cannot be expected 
to go lower. 

“As long as the price of steel and 
other materials entering into the con- 
struction of safety cars continued to 
drop so did the price, but the steel 
market has now stiffened and has every 
tendency to go higher. Steel bars 
quoted at 2.35 in January, 1921, dropped 
gradually until the low point of 1.40 
was reached in February, 1922, and in 
March went higher to 1.50. Steel plates 
at 2.65 in January, 1921, also dropped 
to 1.40 in February, 1922, and increased 
to 1.50 in April. This upward turn in 
the steel market will also have the 
tendency to increase the selling price 
of safety cars just the same as the 


declining steel market had the ten- 
dency to lower -prices. So much of 
the safety car and its equipment is con- 
structed or evolved from pig iron or 
steel, the stiffening of the markets for 
these materials must be expected to 
have an important influence on safety 
car prices. Also there has been an 
increase within the past few months 
in the cost of yellow pine flooring, and in 
the case of many other materials en- 
tering into the construction of safety 
cars the long decline which was experi- 
enced has also been arrested. 

“Yhen there is the increased activity 
in steam car construction. Purchases 
deferred for years are now being made 
and, consequently, there is a demand 
for skilled labor, such as is essential 
to the car-building trade, the like of 
which has not existed for quite some 
time. While electric railway car buy- 
ing has picked up somewhat since Jan. 
1, there is much room for improvement, 
and those who have been waiting for 
prices to reach their lowest level can 
now confidently enter the market with 
the feeling that by so doing they are 
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buying to their own advantage. There 
is no mistaking the signs of the times. 
Prices are not going to go lower as 
long as the steel and other material 
markets continue their present direc- 
tion. Quite a few far-seeing railway 
executives have recognized this fact 
within the past few months and have 
placed orders for much needed equip- 
ment. 

“You will find some of our railway . 
friends who will be inclined to believe 
the present condition of the steel and 
labor markets only temporary. They 
may decide to hold off. longer in placing 
their orders for safety or other type 
ears. I have given you my views on 
the situation, and I think you will find 
that I am not far wrong when I say 
that the present market conditions will 
make it necessary for us in June to 
withdraw every quotation we have made 
on standard cars and figure the base 
price at about $6,000 or more for the 
single-truck car and about $10,000 or 
more for the double-truck car.” 


Advertising Conference 
in Milwaukee 


HE first annual industrial adver- 
tising conference will be held in 
Milwaukee June 11 to 15 in connection 
with the eighteenth annual conference 
of the Associated Advertising Clubs of 
the World. Industrial advertising is de- 
fined as that which concerns the mar- 
keting of goods to industry as contrast- 
ed with the marketing of goods from 
industry to the individual consumer. 
There will be one session on the af- 
ternoon of June 12 and two sessions on 
June 13. The speakers include J. C. 


ELECTRIC RAILWAY MATERIAL PRICES—MAY 30, 1922 


Metals—New York 


Copper, electrolytic, cents pe Ibe s acctoownee 13s 
Lead, cents per lb... ie? 5,70 
Nickel, cents per Ib or ve 

Zine, cents per Ib. 1 £0: 
Tin, Straits, cents per Ree eae ols ears are 75 


Aluminum, 9 98 to 99 per cent, cents per lb... 19.00 
Babbitt metal, warehouse, cents per lb.: 
Hain BrAMOH oe need B ccueia's 4/2) ale Buperevove 35.00 
Commercialeemenirint a iele/sies cre ce feles 15.50 


Bituminous Coal 
Smokeless mine run, f.o.b. vessel, Hampton 


Or CSS Seon ace ico DO DEP DIM Ot roe 125 
Somerset mine run, Boston..............+- 3-375 
Pittsburgh mine run, Pittsburgh........... an 
Franklin, Ill., screenings, Chicago.......... aD 
Central, Ill., screenings, Chicago........... td 
Kansas Screenings, Kansas City........... 2.725 

Track Materials—Pittsburgh 
Standard Bessemer steel rails, gross ton..... $40.00 


Standard open hearth rails, gross ton.. $40.00 
poets spikes, drive, Pittsburgh base, ‘cents 


er lb 2.25 
Tie plates (flat type), cents per lb. . 1.85 
Angle bars, cents perlb........... 2.40 
Rail bolts and nuts, Pittsburgh base,cents,lb. 3.625 
Steel bars, cents perlb..............02-00+ 2.10 
Ties, white oak, Chicago, 6 in. x 8 in. x 8 ft. 1.35 
eee: tebureh 
Wire nails, cents per Ib. . Ss oe 2.65 
Sheet iron, (24 gage), cents per Ib.. 3.05 
Sheet iron, galvanized, (24 gage), cents per Ib 3.70 
Galvanized barbed wire, cents perlb........ 10 
Galvanized wire, ordinary, cents per lb...... 3.00 
Waste—New York 
Waste, wool, cents per lb.. . 13.00 
Waste, cotton, (100 1b. bale), ‘cents ‘per ‘Ib.: 
White! aoe ses conic cae ave 10.00 
Colored o. ceeeee aes a ees cas ee eelee 9.00 


Paints, Putty and Glass—New York 


Linseed oil, (5 bbl. lots), cents per gal 92.50 
White lead, (100 lb. keg), cents per lb 12025 
Turpentine, (bbl. lots), cents per gal. . 92.50 
Car window glass, (single strength), first 

three brackets, A quality, discount*..... 5% 
Car window glass, (single strength), first 

three brackets, B quality, discount*..... 86.2% 
Car window glass, (double strength, all sizes, 

A quality), discount*®..........0s0e00-- 86.0% 
Putty, 5 Ib. tins, cents perlb.............-- 5.50 

*These prices are f.o,b. works, boxing 
charges extra. 
Wire—New York 
Copper wire base, cents perlb.............. 15.50 
Rubber-covered wire, cents per Hapesteats See? 5.75 
Weatherproof wire base, cents perlb........ 15.50 
Paving Materials 

Paving stone, granite, 4 x 8 x 4, f.o.b. 

Chicago, dressed, Be BOLV ie cab cscs $3.20 

Common, persq-yOo- o.cin cine wie elk 3.00 
Wood block paving Si 16 treatment, N. Y., “one 

DOM BOSVOpeee teins he ccna he he me : 
Paving jee 33 x 84 x 4, N. Y. per 1,000 in 

Garloadilote® smi vsec oat cat ektn AER an ce 49.50 
Crushed stone, j-in., carload lots, N. Y., 

DEM CU te enna etd cr areueis cone Pedals 1.75 
Cement, Chicago consumers net prices, with- 

out bags Laden Stee AOE ROE pee A ae V.97 
Gravel, {-in., cu. yd, NOY ich, Ste erences 1.75 
Bands curio, Nar Wisc reves viaave wie'risis wecstanaiaks 1.00 

Old Metals—New York 

Heavy copper, cents perlb............+-55 10.00 
Light copper, cents perlb.............00.5 9.312 
Heavy brass, cents per lb. . aa Arietiees 5.75 
Zinc, old scrap, cents per Ibopxoawus rer OE! 
Yellow brass, cents per lb (heavy) ; 6.50 
Lead, heavy, cents per lb, ives. eee: 
Steel car axles, Chicago, net ton.... ia -S 15475 
Old car wheels, Chicago, gross ton.......... 18.75 
Rails (short), Chicago, gross ton..........- 16.25 
Rails (relaying), Chicago, gross ton......... 16.00 
Machine turnings, Chicago, gross ton....... 6.50 
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McQuiston, Westinghouse Electric & 
Manufacturing Company; F. M. Feiker, 
McGraw-Hill Company; Max W. Babb, 
Allis-Chalmers Manufacturing Com- 
pany; W. Lee, Frank D. Chase, Inc., 
and Edwin F. Gay, of the New York 
Evening Post. There will be an ex- 
hibit in connection with the conference. 


$84,400 for Betterments 


A bill recently introduced in the City 
Council of Seattle, Wash., and referred 
to the city utilities and finance com- 
mittees provides for an appropriation 
of $84,400 for betterments to the 
Seattle Municipal Railway system, in- 
cluding $17,000 for the reconstruction 
of thirty cars. In addition to the ap- 
propriation for reconstruction of cars, 
the bill provides for $1,900 for adjust- 
ment of tracks at Thirty-fifth Avenue 
west and Government Way, occasioned 
by paving in the Fort Lawton district. 


Structural Sales Near Capacity 


Orders for fabricated structural steel 
placed during April were almost equal 
to the capacity of fabricating firms, ac- 
cording to reports made to the Depart- 
ment of Commerce by firms comprising 
two-thirds of the fabricating capacity 
of the United States. Sales reported 
during April amounted to 115,247 tons 
by seventy-five firms having a capacity 
of 116,918 tons, or at the rate of 99 per 
cent of capacity. 

At this rate, the total sales through- 
out the United States, based on a total 
capacity of 180,000 tons, were 177,600 
tons in April. This compares with 
139,300 tons reported for March by the 
Bridge Builders’ and Structural Society, 
based on reports of sixty-four firms 
showing sales at 77 per cent of 
capacity. 


Rolling Stock 


Jackson (Miss.) Public Service Com- 
pany has purchased six new cars with 
modern equipment. 


York Railways Company, York, Pa., 
is making a study of lightweight inter- 
urban cars with a view to possible pur- 
chase. 


Quebec Railway, Light, Heat & 
Power Company, Quebec, Canada, will 
start in right away under the new 
management overhauling and repaint- 
ing its rolling stock. 


Youngstown & Suburban Railway, 
Youngstown, Ohio, has purchased two 
lightweight one-man interurban cars 
from the Kuhlman Car Company. 
These are equipped with four 25-hp. 
motors and 26-in. wheels. The body 
will have an arch roof and will be con- 
structed largely of plymetal as a trial 
of this material. 


Dallas (Tex.) Railway needs at least 
twenty-five double-truck cars in addi- 
tion to those now in service to care for 
the passengers hauled on its lines, ac- 
cording to J. W. Monk, inspector of car 


service under the Supervisor of Public 
Utilities. Mr. Monk is now engaged in 
a careful check of all lines in the city 
in order that he may check up and rec- 
ommend definitely how many new 
ears should be purchased. The in- 
spector is of the opinion, however, that 
fifty new cars are needed to displace 
old and obsolete cars now in service 
and that at least twenty-five additional 
cars should be placed in service. 


Track gaa Roadway 


Northern Indiana Railway, South 
Bend, Ind., has announced that its city 
lines will be extended this year by lay- 
ing of several miles of track. 

Toronto Transportation Commission, 
Toronto, Canada, will start work shortly 
on the construction of a double-track 
line from Sunnyside to the Humber. 

Georgia Railway & Power Company, 
Atlanta, Ga., expects to buy 600 tons 
of 122-Ib. A.E.R.A. girder rail with 
track accessories. 

Georgia Railway & Power Company, 
Atlanta, Ga., has purchased 120 miles 
of No. 0000 seven-strand bare copper 
cable and 210 miles of No. 00 seven- 
strand bare copper cable for trans- 
mission lines. 

Trenton & Mercer County Traction 
Company, Trenton, N. J., has completed 
the work of the grand union at State 
and Broad Streets, Trenton. The cost of 
this union to the company is $25,000. 
It will be of great convenience and a 
saver of time in the switching of cars. 

New York, N. Y.—The Transit Com- 
mission has awarded the contract for 
the construction of the elevated exten- 
sions of the Fourteenth Street-Eastern 
District line from Meserole Street, 
Brooklyn, to Hast New York to the 
Joslin Construction Company. 

Quebec Railway, Light & Power Com- 
pany, Quebec, Canada, has announced 
through its president that a number of 
extensions of the system to points in 
the vicinity of Quebec will be com- 
pleted in the course of the next few 
years. 


Shops and Buildings 


Los Angeles (Cal.) Railway has 
started work on the third automatic 
substation in a program for increased 
power facilities throughout the system. 
The station is located near Melrose 
Avenue and Kingsley Drive and will 
serve the northwest section of the 
city. A 1,000-kw. General Electric con- 
verter will be installed in an artistic 
building of Spanish architecture. The 
complete cost is estimated at slightly 
over $100,000. The Los Angeles Rail- 
way has two automatic substations al- 
ready in operation. One is located in 
the company’s Vernon store yards and 
serves the southeast district. The sec- 
ond is in the Garvanza region at Ave- 
nue 56 and York Boulevard, the north 
end of the city. 


Trade Notes 


Wagner Electric Manufacturing Com- 
pany, St. Louis, Mo., announces the 
removal of its Salt Lake City office to 
313 Doodly Building. 

Track Specialties Company, New 
York, N. Y., has announced the appoint- 
ment of Walter R. Pflasterer as agent 
for the Chicago territory. He will be 
located at 527 Manhattan Building, 


Chicago. 


Laconia Car Company, Laconia, N. H., 
has had a_ steady manufacturing 
program on hand during the current 
year. In recent weeks as many as sixty 
cars have been turned out and the un- 
filled orders amount to $1,500,000. In 
the first three months of 1922, net earn- 
ings were reported amounting to $50,- 
000. It is believed that the second 
quarter of the year will show an im- 
provement over this figure. 

Westinghouse Electric & Manufactur- 
ing Company reports contracts for 
power apparatus during the past week 
as aggregating more than $1,000,000. 
The companies from which the contracts 
were received are the Public Service 
Production Company, a subsidiary of 
the Public Service Company of New 
Jersey; the United Gas Improvement 
Contracting Company of Philadelphia, 
and the Luzerne County Gas & Electric 
Company of Pennsylvania. 


New Advertising Literature 


Uehling Instrument Company, Pater- 
son, N. J. has issued Bulletin No. 113 on 
gas filters for CO, recorders. 


Drew Electric & Manufacturing Com- 
pany, Cleveland, Ohio, has just issued 
a leaflet describing its floating bell 
hanger used in connection with line 
construction. 

Aeroil Burner Company, Inc., Union 
Hill, N. J., has just issued a new bulle- 
tin, No. 20, describing oil-burning ap- 
pliances for paving, road building and 
various shop work. 

Allis-Chambers Manufacturing Com- 
pany, Milwaukee, Wis., has just issued 
a new bulletin, No. 1109, covering dis- 
tribution transformers having ratings 
of 200 kva. and smaller, suitable for 
lighting and power purposes, and of 
the oil-immersed, self-cooled, outdoor 
type. 

The Indianapolis Switch & Frog 
Company, Springfield, Ohio, has re- 
cently published a thirty-two page 
booklet dealing specifically with In- 
dianapolis Apex and Simplex Welded 
Joints and electric welding in general 
as applied to track maintenance and 
construction. 

Indiana Steel & Wire Company, 
Muncie, Ind., has issued a sixty-four 
page cloth-bound-booklet on double gal- 
vanized steel strand and iron wire for 
electrical transmission and distribution 
lines. The booklet contains a techni- 
cal report covering tests on wire. 
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